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THE STRIKE SETTLEMENT 


The news that the strike of railroad shopmen has 
been or is about to be settled on many of the railroads 
of the country cannot fail to cause gratification in every 
quarter in which there is concern in transportation effi- 
ciency. For, notwithstanding the efforts of some persons 
to make it appear that transportation has been little 
hampered by the strike, it has been seriously interfered 
with, -One proof of this is the effort of certain railroads 
to bring about a settlement, which effort has resulted in 
the present agreement by a minority of the carriers. 

Approval or disapproval of a strike settlement, how- 
ever, must rest on other grounds as well as on that of the 
return to work of men who have been out and conse- 
quent resumption or improvement in business. Any 
agreement must be examined with a view to discovering 
whether it violates any principles that should be pre- 
served. The agreement made between the minority roads 
and the shopmen is in very general terms but there is 
nothing in its language that appears to be objectionable. 
We have no quarrel with the principle of individual 
agreements. We have said all the time that that was 
the way this strike would probably be terminated. There 
is no specific mention, in the agreement, of the question 
of seniority rights of the strikers returning to work and 
80, on its face, the railroad managers are giving up noth- 
ing. But there is a provision that questions arising out 
of the strike shall, as they arise, be settled by a com- 
mittee, representing men and managers, provided for in 
the agreement. The seniority question cannot fail to 
arise in some form or other on some of the roads con- 
cerned. It will have to be settled, when it does arise, 
by this committee. The roads are, thus, in so far as 
the Seniority question may be expected. to arise, con- 
‘enting to arbitrate’ this question of principle, though 
the Majority of the railroads had refused to listen to sug- 
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The minority of the roads, there- 
fore, have yielded, to a considerable extent, on this point. 
Their agreement means that they will bow to the decis- 
ion of arbitrators instead of standing by their convictions 
—or what should be their convictions 
and wrong. 


gestions of that sort. 





as to moral right 


We think, also, that the minority railroad executives 
have made a tactical error in agreeing to settle the strike 
on any terms that involve compromise. We say this 
merely from the point of view of a disinterested by- 
stander, for we have no interest in the fight between the 
roads and the unions, as such. But we think the roads 
had the men whipped to a standstill and their action in 
making a compromise agreement with them simply en- 
ables the union leaders to save their faces. 

Can there be any doubt that the men have lost? 
What have those who will. now return to work under this 
agreement gained? They return at the wages fixed by 
the decision of the Railroad Labor Board against which 
they struck and in the same positions they held when 
they went out. They gain absolutely nothing. In the 
loss column they may put the wages they have not re- 
ceived while they were out and the chance that, to some 
extent, under decisions of the arbitration committee 
pryvided for, they may lose some of the seniority provi- 
leges they formerly held. That they know they have 
lost is shown by the fact that Mr. Jewell consents to any 
such settlement after his thundering 
national agreement would be accepted. 

We shall be glad to see the men resume work and 
traffic enabled to move more efficiently as a consequence, 
but we have little faith in the working of this agreement, 
aside from all question of whether, on its face, it is good 
or bad. We do not believe the men can be depended on 
to abide by decisions of the committee. The terms of 
the agreement are so general and there is such absence 
of anything to make them binding, that we believe they 
can be expected to do nothing more than serve tem- 
porarily as a means of getting a certain percentage of the 
strikers back to work in the shops. Whether they will 
stay there under this agreement, depends altogether on 
the course of future events and what they believe to be 
expediency from their own point of view. 


that none but a 





SELLING THE WOODEN FLEET 
The sale by the United States Shipping Board, for 
a few thousand dollars, of the fleet of wooden ships that 
cost millions, is being made the subject of many funny 
paragraphs and cartoons. We do see the joke. The fleet 
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MR. SHIPPER :— 

The Natchez Route affords a direct route between Eastern 
Carolina and Southeastern Territory and the Southwest. 

Daily through fast freight schedules are maintained. 


Due to absence of large terminals enroute delay at interchange 
points is eliminated. 


We specialize in furnishing our patrons with passing reports. 
It will pay you to investigate. 


Route from the West via Shreveport, La., Stamps or 
Hope, Ark., care Natchez Route. 


Route from the East via Mobile or Hattiesburg, care 
Natchez Route. 
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was built when it was needed, or when it was thought it tion of The Associated Traffic Clubs of America setting 
would be needed, for the emergency arising out of war forth the object of the association: 
itions. Then the v oe 
condit ; the war ended and the vessels were Believing that the settlement of most transportation prob- 
useless. The government could not create a use nor a_ lems of ryan and general concern depends largely on under- 
ket for-them. It has done the wi hin ibl standing of them and on a realization that the interests of car- 
nar ; ‘ sest t : a ble rier, shipper and public are, for the most part, identical, this 
and got the best price it could for them. If it could not organization will attempt, by urging consideration of public trans- 
have obtained anything for them it would have been wise portation questions by its members and by transmitting the 
; ; ‘ , views reached as a result of such consideration to those whose 
tosink them. Spending money to maintain a useless fleet function it is to make and to enforce the laws, as well as by 
would have been about the poorest business economy suitable procedure for the purpose of informing the public and 


' nai’ Th % ; those to whom its views are transmitted of the size and scope 
imaginable. e government does lots of funny things of the organization, the peculiar fitness of its members to deal 


put this happens not to be one of them. with the kind of problems considered, and the weight that should 
be given to its conclusions because of the fact that it is com- 
MONRO Re ON posed of representatives of both carriers and shippers, to en- 

THE ASSOCIATED TRAFFIC CLUBS 


courage such national transportation policies as will, in its 
Nothine has been heard publicly for some time of opinion, be most likely to result in reasonable rates and adequate 
> 


é ‘ : service for users of transportation, and reasonable profits, under 
The Associated Traffic Clubs of America, which was or- fair regulation, for the transportation companies. 
organized in Chicago last May. This is because the ex- 





; r ; : Following are the clubs that have thus far enrolled: 
ecutive committee, elected at that time, decided to devote 
: : = — 1—Traffic Club of New York. 
the summer to organization work—the endeavor to get S—Tealie Managers Chdb af the Breckin Chauber « 
new clubs organized and to get the new clubs and the old Commerce. 
ones into the national association—and not to enter on 3—Milwaukee Traffic Club. 
wee ; 4—Houston Traffic Club. 
any program of other activity until the fall season. The 5—Elmira Traffic Club. 
fall is almost upon us and still onl -ei 6—Transportation Club of Tulsa. 
ee only twenty-eight of the 7—Traffic Club of Kansas City. 
possible sixty or seventy traffic clubs of the country 8—Traflic Club of Wichita. 
that ought to be members have joined the national - 9—Traffic Club of Philadelphia. 
a Saihesiiseeals et eee ere eee ee 10—Traffic Club of Baltimore. 
ization. ndoubtedly, this is due, in some instances, to 11—Traffic Club of Erie. 
the fact that clubs suspended their activities for the sum- 12—Traffic Club of Atlanta. 
d ith b h h 13—Traffic Club of New England. 
mer an 1 as not been thought necessary by them to 14—Traffic Club of St. Louis. 
call meetings for the especial purpose of considering this 15—Traffic Club of the Cincinnati Chamber of Commerce. 
tt But 3 th fail Sate te lai 16—Traffic Club of Indianapolis. 
ma er. ut in others, failure to join is due plainly to 17—Traffic Club of San Antonio. 
lack of interest. Some of the largest clubs of the country IF ee | — =. 
. mn ; —Traffic Club of ca. 
have not joined, among them some that originally dis- 20—Traffic Club of Jersey City. 
played interest enough to send delegates to the organ- 21—Traffic Club of Newark. 
wie ‘ ‘ 22—Traffic Club of Denver. 
wation meeting and whose representatives were elected 23—Miami Valley Traffic Club (Dayton, 0.) 
tonational office. We believe this lack of interest is due, 24—Transportation Club of Decatur. 
25—Transportation Club of Detroit. 
for the most part, to carelessness rather than to actual 26—Traffic Club of Chicago. 
opposition. In fact, we know of no actual opposition, 27—Traffic Club of Cleveland. 
though there may be some. Perhaps some of the lack of ee See See 
interest is due to lack of sufficient information. The cost to each club of membership in the national 


It is a club’s own business whether it joins this or- association is figured on a basis of twenty-five cents a 
ganization or not. After full consideration of the prop- year for each member—so small as to be almost neg- 
osition, if it concludes that no real good can be accom- ligible. The president of the national association is W. 
plished, or that it cannot afford the small amount of J. L. Banham, general traffic manager of the Otis Ele- 
money a membership costs, or that there is any other good vator Company, New York, who will gladly answer any 
teason why it should not join, there is no more to be questions from clubs or individuals interested. The asso- 
said. But the plan is, at least, important enough to war- ciation can function with the members it has but it could 
tant such full consideration, and we plead with the traffic function much more effectively with an enlarged mem- 
clubs to give it the attention it deserves and not to with- bership. 
hold their support without good and sufficient reason. 


There has never been a time when the purposes JULY NET OPERATING INCOME 
sought to be achieved by this organization were more The Association of Railway Executives has issued the 
Pressing, Perhaps this could be said at almost any time. following statement on July earnings of class I railroads: 


That is because transportation problems of general pub- in July sea reece tor $69,289,000. yo 44 oy ba nese Beg “fled 
lic interest, in the solution of which the thought and ex- oe nn 7; ere us cones eal or ce car va thelr 
perience of men who know is needed, become constantly tents — ia of 1 per cent less than the net operating 
more numerous and more important. Public ignorance perating income was $76,594,000, or 479 per cent. vias 
. the reason for many of our ills. Public education and Bg gf Fag hh. ag ho “ane ome ‘$28,332,800 
guidance through associations of men familiar with par- Below, A.Tetum of SH Ber cont, the gure Axed by the Interstate 
titular economic problems is the cure for them. am sae ae cent below Theis a yey mg 
For the purpose of once more impressing on our ee ee ae to $340,725,800, or 6.1 per cent 
Sirs wo are members of trafic clubs the function spr ni athe Melt" ft a 
ig it, we reprint herewith the article ftom the conceit. Lat Ber cent during the Stet seven month last Year" Operating 
§ it, we reprint herewith the article from the constitu- Yeyvenues for the first seven months in 1922 amounted to $3,054,- 








584 


531,000, a decrease of 2.6 per cent under the same period last 
year, while operating expenses totaled $2,419,602,000, or 11.2 per 
cent under the same months one year ago. The carriers fell short 
$156,810,000 of realizing a 6 per cent return on their tentative 
valuation during the seven months’ period. Last year for the 
same months they lacked $360,368,000 of that return. 

Complete reports show that the carriers in the Eastern dis- 
trict had a net operating income in July of $24,165,400, compared 
with $31,054,370 in July last vear, which would be at the annual 
rate of return of 2.86 per cent or $26,607,000 below a 6 per cent 
return. The operating revenues for the railroads in the Eastern 
district amounted to $213,421,370, a decrease of 5.3 per cent under 
the same month last year, while their operating expenses totaled 
$173,585,800 or 3.4 per cent less than in July 1921. 

The net operating income for the railroads in the 
district totaled $6,479,000, compared with $4,703,000 during the 
same month last year. Their operating revenues totaled $53,063,- 
600, a decrease of 1.9 per cent under those of one year ago, while 
their operating expenses amounted to $43,134,450, which was a 
reduction of 7.1 per cent compared with July last vear. The net 
operating income for those roads was at the annual rate of return 
of 4.38 per cent or $2,404,500 below a 6 per cent return. 

Complete reports show that the carriers in the Western dis- 
trict had a net operating income in July of $38,594,500, compared 
with $33,566,800 one year ago, which was at the annual rate of 
return of 5.36 per cent. The carriers in that district, however, 
lacked $4,606,700 of realizing a return of 6 per cent on their 
tentative valuation. Operating revenues for the roads in the 
Western district in July totaled $176,698,000, a reduction of 3.7 
per cent under those of July last year, while their operating 
expenses amounted to $124,005,500, a decrease of 9.2 per cent com- 
pared with those in July one year ago. 

Despite the strikes of coal miners and railway shopmen, 
which were in effect in July, loadings of revenue freight in July 
on the railroads of the country increased slightly more than 10 
per cent over the same month last year. Coal loadings during 
the same month, however, were approximately 48 per cent under 
those of July 1921 because of the miners’ strike, but loadings of 
all commodities other than coal increased nearly 24 per cent over 
July one year ago. Measured in net ton miles, the number of 
tons of freight multiplied by the distance carried, there was a 
decrease in freight traffic of apprceximately 4% per cent under 
July last year, but incomplete reports showed an increase of 
about 2.8 per cent during the first seven months this year com- 
pared with the corresponding period last year. 

The tabulations as to earning are based on the reports of 197 
Class One railroads representing a total mileage of 235,221 miles. 
There were formerly 201 Class One roads but due to the consoli- 
dation of reports by a number of railroads with subsidiary lines 
which heretofore had been classified separately, the number of 
Class One roads was reduced this month to 197 roads. 


Southern 





REVENUE FREIGHT LOADING 


A new record for revenue freight loading in the face of con- 
ditions created by the shopmen’s strike and coal loading below 
normal was achieved by the railroads the week ended September 
2, when the total loading was 931,598 cars, an increase of 40,760 
cars over the preceding week, according to the weekly report of 
the car service division of the American Railway Association. 

This was the largest week’s loading since week of October 
22, 1921, and is 91.5 per cent of the peak loading week of Octo- 
ber 15, 1920, when 1,018,539 cars were loaded. As compared 
with the same periods for the past three years, it showed an 
increase of 100,310 cars over 1921 and 27,205 cars over 1919, and 
a decrease of 30,035 cars over 1920. 

Grain and grain products loading of 54,019 cars was a de- 
crease of 543 compared with previous week, and 6,260 cars over 
the same week of last year. 

Live stock loading of 31,847 cars showed a slight decrease 
of 199 cars compared with the previous week, and increases of 
4,574 and 2,799 cars over the same period of 1921 and 1920. 

Coal increased 38,457 cars over the previous week to 149, 
487 cars. This, however, was a decrease of 5,099 and 49,513 
compared with the same periods of 1921 and 1920. 

Coke loading of 8,389 cars was only 2 cars behind the pre- 
vious week and 3,657 cars increase over last year. 

Forest products decreased 1,760 cars from the previous week 
to 58,706 cars. This was an increase of 12,907 cars over last 
year. 

Ore loading of 62,354 cars showed a decrease of 2,687 cars 
compared with previous week, but was an increase of 31,109 
over the same period last year. 

Merchandise, L. C. L., and miscellaneous loading combined 
of 566,796 showed an increase of 7,493 cars over the previous 
week, 59,422 cars over same period last year and 30,491 over 
1920. 

The loadings by districts in the week ended September 2 
and in the corresponding week of 1921 were as follows: 

Eastern district: Grain and grain products, 8,779 and 8,033; 
live stock, 3,340 and 2,874; coal, 32,614 and 43,384; coke, 1,241 
and 1,156; ened products, 5,695 and 4,423; ore, 6,729 and 2,929; 
merchandise, L. C. L., 66,489 and 59,567; miscellaneous, 101,327 
and 79,314; total, 1922, 226,214; 1921, 201,680; 1920, 238,461. 

Allegheny district: Grain and grain products, 3,117 and 
3,051; live stock, 3,145 and 2,969; coal, 42,730 and 438,659; coke, 
4,560 and 2,218; forest products, 2,989 and 2,479: ore, 10602 and 

5,970; merchandise, L. C. L., 49,892 and 46,296; miscellaneous, 
79,380 and 59,676; total, 1922, 196,415; 1921, 166,318; 1920, 201,622. 

Pocahontas district: Grain and grain products, 221 and 149; 
live stock, 281 and 268; coal, 20,900 and 14,647; coke, 216 and 
88; forest products, 1,089 and 1,117; ore, 22 and 3; merchandise, 
L. C. L., 4,863 and 4,661; miscellaneous, 2,465 and 3,685; total, 

1922, 30,057; 1921, 24,618; 1920, 35,921. 
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Southern district: Grain and grain products, 3,732 and 3,649. 
live stock, 2,347 and 1,881; coal, 21,502 and 20,723; coke, 779 
and 452; forest products, 18, 327 and 14, 854; ore, 1,017 and 221; 
merchandise, L. C. L., 35,545 and 37,148; miscellaneous, 34,095 
and 33,845; total, 1922, 117,344; 1921, 112, 173; 1920, 128,428. 

Northwestern district: Grain and grain products, 19,853 and 
20,067; live stock, 8,167 and 6,484; coal, 6,510 and 8,853; coke. 
984 and 459; forest products, 15,487 and 10,536; ore, 41 306 and 
20,614; merchandise, L. C. L., 30,100 and 28,995; miscellaneous, 
36,903 and 33,995; total, 1922, 159,310; 1921, 130,003; 1920, 161, 
167. 

Central Western district: Grain and grain products, 13,763 
and 19,263; live stock 11,606 and 10,091; coal, 18,729 and 18,486. 
coke, 469 and 150; forest products, 7,924 and 5,927; ore, 2,186 
and 763; merchandise, L. C. L., 31,614 and 31,020; miscellaneous, 
54,028 and 45,217; total, 1922, 140, 319; 1921, 130, 917; 1920, 133,650. 

Southwestern district: Grain and grain products, 4,554 and 
6,067; live stock, 2,961 and 2,706; coal, 6,502 and 4,834; coke, 
140 and 209; forest products, 7,195 and 6,463; ore, 492 and 745: 
merchandise, L. C. L., 15,047 and 16,160; miscellaneous, 25,048 
and 27,795; total, 1922, 61,939; 1921, 64,979; 1920, 62,384. 

Total, all roads: Grain and grain products, 54,019 and 60. 
279; live stock, 31,847 and 27,273; coal, 149,487 and 154,586; coke, 
8,389 and 4,732; forest products, 58,706 and 45,799; ore, 62,354 
and 31,245; merchandise, L. C. L., 233,550 and 223,847; miscel- 


laneous, 333,246 and 283,527; total, 1922, 931,598; 1921, 831,288. 
1920, 961,633. 


CAR SURPLUS AND SHORTAGE 


The average daily surplus of freight cars in good order 
dropped to 70,455 cars in the period August 23-31, while the 
average daily shortage jumped to 58,670 cars in the same period, 
according to compilations from carriers’ reports completed Sep- 
tember 12 by the car service division of the American Railway 
Association. 

The surplus was the lowest for many months. In Decem- 
ber, 1920, the average daily surplus was 74,195. That was at the 
beginning of the 1921 period of depression and from that time 
on the surplus rose steadily until it reached the peak of 493,359 
cars on January 8, 1922. Then began the recession which cul- 
minated on August 31 with a total of 70,455 cars. 

The marked decrease in the Surplus, which averaged 120,- 
961 cars in the period August 15-23, reflects the demand for cars 
caused by heavy traffic and also the fact that the surplus cars 
in good order were drawn on due to the shopmen’s strike. The 
increase in coal loading was an important: factor in causing the 
decrease of over 50,000 cars from the August 15-23 period to 
the August 23-31 period. Anthracite coal loading will cause a 
further decrease in the surplus cars and an increase in the 
shortage. 

The average daily shortage in the period August 15-23 was 
43,519 as against the 58,670 cars in the following period. 


The surplus in the period August 23-31 was made up as fol- 
lows: Box, 3,327; 


ventilated box, 267; auto and furniture, 256; 
total box, 3 850: flat, 1,204; gondola, 14,647; hopper, 39,919; all 
coal, 54,566; coke, 1,982; S. D. stock 2,485; D. D. stock, 606: 
refrigerator, 4,449; tank, 241; miscellaneous, 1,072; total, 70,455. 

The shortage was made up as follows: Box, 34,122; ven- 
tilated box, 560; auto and furniture, 1,137; total box, 35,819; flat, 
3,104; gondola, 10,123: hopper, 3,712; all coal, 13,835; coke, 69; 8. 
D. stock, 3,470; D. D. stock, 392; refrigerator, 1,422: miscel- 
laneous, 559; total, 58,670. 


REVENUE TRAFFIC STATISTICS 


The Commission’s revenue traffic statistics for June and the 
Six months ended with June, compiled from 167 reports repre: 
senting 183 steam roads, exclusive of switching and terminal 
companies, show that 146, 897,000 revenue tons were carried it 
June as against 137,835, 000 tons in June, 1921, and 802,491,000 
tons in the six months ended with June as against 778,664,000 
tons in the same period of 1921. 

Freight revenue amounted to $330,715,263 in June as against 
$320,943,940 in June, 1921, and $1,859,121,583 in the six months 
as against $1,863,986,628 in the same period of 1921. 

Revenue per ton-mile averaged 12.49 mills 
against 12.61 mills in June, 1921, and 12.20 mills 
months as against 12.69 mills in the 1921 period. 

Revenue passengers carried in June numbered 79,102,000 as 
against 84,063,000 in June, 1921, and 475, 016,000 in the six months 
as against 527,041,000 in the same period of 1921. 

Passenger revenue totaled $95,966,688 in June as against 
$99,671,386 in June, 1921, and $502,763,758 in the six months as 
against $574,734,980 in the same period of 1921. 

Revenue per passenger-mile averaged 2.935 cents in June a 
against 3.087 cents in June, 1921, and 3.049 cents in the six 
months as against 3.127 cents in the 1921 period. 

The freight statistics for June cover 233,752 miles of road, 
and for the six months ended with June, 233.739 miles. The pas 


senger statistics for June cover 224,788 miles, and for the six 
months 224,776 miles. 
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| Current Topics 
| in Washington 





The Keller Impeachment of Daugherty—Attorney-General 
Daugherty’s neck has been used as a stepping stone by Repre- 
sentative Keller, of Minnesota, for getting the spot light area. 
Mr. Keller, unsung up to that time, at least in Washington, the 
day Daugherty appeared before Judge Wilkerson asking the lat- 
ter to make his shopcraft restraining order a permanent injunc- 
tion, offered a resolution impeaching the Attorney-General. 
The tendering of the resolution was carefully stage-managed. 
A complete report of the impassioned oratory in which he was 
supposed to indulge that day was in the hands of newspaper 
reporters before he began speaking. It included an introductory 
paragraph, as if written by the newspaper reporter, telling about 
the bitterness with which Keller called Daugherty to account 
for high crimes and misdemeanors—to wit, asking a judge 
to put out an order forbidding the carrying on of a conspiracy 
to stop commerce between the states by means of murder, arson, 
and a few other crimes. Newspapers of the class that grow 
prosperous by misleading men of the caliber of the average 
striker, printed the story of Keller’s offering the resolution under 
head lines that conveyed the impression that Daugherty had 
been impeached. There was assemblance of reason for such 
captions, because the formal language of a member of the House 
of Representatives suggesting the impeachment of a man begins, 
‘| impeach.” Proposing impeachment of the President of the 
United States, a justice of the Supreme Court of the United 
States, a judge of an inferior court, or any holder of an office 
in the judicial or executive branches of the government, is sup- 
posed to be a solemn thing. Therefore, when a man wants to 
propose the impeachment of an office holder or a judge, he de- 
mands to be heard on a question of the highest privilege. When 
Burke impeached Warren Hastings, according to the school 
books, it was a solemn matter. Impeachments, however, since 
that time appear to have fallen to such an extent they now 
longer constitute thrillers. The man who tells the truth to 
Keller’s constituents will tell them that their congressman did 
something just about a tenth of an inch short of being ridiculous. 
To have been logical Keller should have “impeached” President 
Harding and Judge Wilkerson, in addition to Daugherty. The 
theory of the law is that a cabinet officer does what he does 
because the President told him to do it. The courts have held 
that a cabinet officer speaks only in the name of the President. 
The President is the only one who has the power to initiate 
things in the name of the United States. No executive officer 
has power other than that derived from the chief executive. 
That is not the fact with regard to a judge of either the Supreme 
Court of the United States or any inferior court. The judicial 
power does not reside in one person, though Congress has the 
power to confine it to one person—the Chief Justice of the Su- 
preme Court. The Chief Justice holds an office created by the 
Constitution. Every cabinet office and every judgship could be 
abolished by Congress because they were created by it. For 
legislative purposes, Congress consists of the House, the Senate 
and the President. The latter, however, is vitally necessary 
only when a bill passes by less than two-thirds majority. The 
House impeaches, by a two-thirds vote. Impeachment is some- 
What like an indictment by a grand jury. The Chief Justice 
of the United States, as presiding officer, convokes the Senate 
of the United States for the trial of a person who may have 
been impeached by the House. Andrew Johnson was impeached, 
tried, but not found guilty, the vote on guilt or innocence being 
less than the necessary two-thirds majority. Keller desired to 
have Daugherty impeached for obeying a command of the Presi- 
dent, by a House containing an overwhelming majority of Daugh- 
erty’s fellow party men, one of whom is Keller. 





Course of Impeachment Proceedings.—The Keller resolution 
must be seriously considered by the House committee on the 
judiciary, of which Mr. Volstead is chairman. If the commit- 
tee, for seven legislative days, failed to do anything about the 
Tesolution, that would give Keller the right to call it up and 
demand a vote thereon. He would also have a right to make 
4 speech for an hour either by himself or by yielding part of 
it to those who would make the kind of speeches pleasing to his 
ag The “other side,” of course, would have the right to talk 
or an hour. Then, if Keller could command the support of 
one-fifth of the members of the House, he could demand a roll 
6 the taking of which would consume about forty-five minutes. 

one-fifth of the members of the House demands a call of the 

_ the Constitution requires that a poll to be taken. That 
a of the rights of the minority preserved by the Constitu- 
a No one expects the Keller resolution to reach the stage 
ba it will be before the House for serious decision. It was 
it _ it is suspected as a method of making political capital, 

© could. From outward appearances, however, it is judged 
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that few members of the House would be willing, on their oaths, 
to say that, in their opinion, Daugherty, in going into court, 
had committed a crime, even if every justice on the bench of the 
Supreme Court voted to set aside the injunction granted by 
Judge Wilkerson. Taking a man into court to find out whether 
or not he has violated a law, is generally regarded as evidence 
of respect for law. 





A New Rate Question.—When, in the course of Commission 
events, questions such as have been raised by the Arrow Trans- 
portation Company and the Louisiana & Arkansas—the former 
with its proposed river-and-rail rates on pig iron and the latter 
with its 10-cent proportional rate on crude oil to meet pipe line 
competition, are raised it is believed that men who have long 
considered the ways of the Commission are warranted in think- 
ing that the regulating body is merely on the threshold of some 
important work. If the Arrow rates have to be made a part 
of the rate structure, it is suggested, there is no way for the 
Commission or the railroads to hold rates in the Mississippi 
Valley on the dry-land basis on which they so recently were put. 
In the same way, if the Louisiana & Arkansas must be permitted 
to meet pipe line competition if and when it elects, there is no 
health in a body of rates designed to give the railroads any 
stipulated return. When the Southern Pacific elected to meet 
prospective pipe line competition in the Calcasieu region of 
Louisiana, the Commission first said a stern no. When the 
Southern Pacific showed that, if allowed to meet the competition, 
it would obtain something like $350,000 a year that otherwise 
would go elsewhere, the Commission reversed itself. In the same 
way, the Commission had to allow a little railroad near San 
Antonio, and—if memory is not faulty—the Texas & Pacific, too, 
to meet truck competition in the making of rates on gasoline. Of 
course, the Arrow and the 10-cent proportional rates are not 
of the same character. However, they all go to the question of 
competition and whether rates may be broken below the level 
of those prescribed by the Commission in Ex Parte 74 with- 
out making section 15 and its admonition considerable of a 
mockery. 





Hoover’s Coal Control Optimism.—Secretary Hoover is re- 
garded as a great optimist. He has initiated another move 
toward voluntary control of the coal market, and the prices 
therein, by the big men in it. His other effort in that direction, 
made while the non-union fields were trying to supply the coun- 
try with coal, got “kicked in the slats” as the small boy would 
say, when the non-union operators increased the wages of their 
men and then came to Hoover’s federal fuel distribution com- 
mittee for permission to make increases in the prices to the 
public so as to meet the increased labor cost. It was also 
cuffed in the ear by the operators in Western Kentucky who 
refused to have anything to do with his fair price agreement. 
users of coal unwilling to pay $10 and $15 a ton for fuel got 
precious little fuel under the fair price plan. Thousands applied 
to the fuel distribution committee for priority help, and got 
little coal, much of the time there were brokers around the 
offices of such men offering coal at the inflated prices. How 
they got what they said they had to sell, nobody seemed to 
know. Those who refused to pay insinuated, when they did 
not actually assert, that few railroads paid much attention to the 
Commission’s service orders. They made bitter jests about 
service orders and price-control agreements. But such facts 
have not discouraged Mr. Hoover. He called the conference 
of September 15 with a view to making another such arrange- 
ment so as to hasten the return of the coal industry to normal 
price levels. The assumption on which such an arrangement 
must stand it is suggested, is that the operators obtained fair 
prices before the strike. That is not the substance of 
the testimony they gave the Commissioner in the reduced rates 
case of 1922. They swore they sold coal at practically labor cost 
of producing it in an effort to maintain their organizations and 
keep their mines going until better times should come. When 
they said that they were asking for lower freight rates, some 
of the railroad witnesses backed them up to the extent of ad- 
mitting they were buying coal at about $2 a ton at the mines, 
and it was admitted the labor cost was about $1.90. 





The Tariff Bill—The tariff bill has reached the conference 
committee report stage. In other years that would have been 
a great piece of news because, in those other days, much of 
the government’s revenue came from tariff duties. Much comes 
from them now, but expenses have grown so great that the 
revenue from that source has become, relatively speaking, piti- 
fully small—hence the little attention bestowed on a tariff 
measure. The tariff used to produce one half the revenue 
needed to operate the government. Now it raises about one- 
tenth. The population has not increased relatively as much in 
the period that has shown the shrinking. Government expenses 
merely have increased. More men and women are now living 
at the expense of their fellow citizens than ever before. France 
is bewailing a birth rate lower by ten per cent than the death 
rate. High cost of living is assigned as one reason for the de- 
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cline in births. France has an enormous oOfficialdom. It is 
not rich in natural resources—hence it is argued, the inability 
of Frenchmen to see their way clear to assume the responsibil- 
ities nature intended them to assume. Instead of support- 
ing children, Frenchmen are supporting other Frenchmen in 
the doing of things that are not productive. At least, that is 
one of the answers that has been made by those who believe 
that government is a necessary evil and that government is 
best which governs least. 


Gompers and a General Strike.-—Samuel Gompers, who 
talked much about the possibility or desirability of a general 
strike because Judge Wilkerson presumed to issue a restrain- 
ing order, found himself a leader without a following when 
the executive council of the American Federation of Labor met. 
It did not, suggest a general strike. On the contrary, the 
members of the council frowned when the matter was brought 
to their attention. Experience of that kind, however, Gompers’ 
friends and enemies are able to recall, is not novel for him, 
According to one of his friendly acquaintances, the veteran 
leader of the federation is so accustomed to walking down 
the middle of the road with a hatchet in one hand and the white 
flag of surrender in the other, that he is always prepared for 
whatever happens. In this case, apparently, the matter did not 
progress beyond the Gompers monologue stage. A.B. Bi. 


DULUTH AMMUNITION RATE 


Application for reargument in No. 12593, Peters Cartridge 
Co. vs. Pennsylvania et al., has been made by the Duluth Com- 
mercial Club on the ground that, in directing the establishment 
of a rate on small-arms ammunition from Kings Mills, O., to 
Duluth, rail-and-lake, 11 cents less than the rail-and-lake rate 
from Bridgeport and New Haven, the Commission did not act 
on a correct principle in rate-making. F. S. Keiser, the club’s 
traffic manager, in arguing in support of the application for 
reargument, said the Duluth organization could not reconcile 
the finding, that the full combination of locals was not un- 
reasonable, with section 413 of the transportation act, author- 
izing the Commission to establish proportionals to and from the 
ports that would be less than the locals to and from the ports. 

As to the requirement that the rate from the Connecticut 
points of origin to Duluth should be 11 cents less than from 
Kings Mills, Keiser inquired ‘‘How can there be any justification 
for a rate from New Haven and Bridgeport to Duluth via rail 
and lake, lower by any amount than prevails from Kings Mills 
to Duluth?” Answering his own question, by implication, he 
pointed out that the respective distances are 1,094 miles and 
1,487 miles, the shorter being the distance from Kings Mills, 
from which, according to the interpretation put on the Com- 
mission’s decision by Keiser and by the complainant, the rate 
is to be 11 cents less than from Kings Mills. 

“The transportation conditions are absolutely similar,” said 
Keiser. “The record in this case supports this fact and your 
intervener earnestly insists that the Commission, in this finding, 
has grievously erred.” Continuing Keiser said: 


_ The decision handed down by the Interstate Commerce Commis- 
sion is unique in this respect: It establishes a relation but gives no 
reason for such relation. Where did the Commission get lic? It is 
not at all customary for the Interstate Commerce Commission to pick 
amounts of rate out of the air. Invariably it has been the practice of 
that body when it arrived at a figure, either in the measure of a rate 
or in rate relationship, to go into detail explaining how such a measure 
of rates or rate relationship was arrived at. In this case, however, 
there is nothing to indicate where the figure of llc came from. 

Your intervener insists that the same rate from Kings Mills that 
applies from Bridgeport and New Haven would not accord Kings Mills 
the rate it was entitled to, but conceding that there should be a 
difference, your intervener respectfully asks upon what facts of rec- 
ord the Interstate Commerce Commission found that a lower rate 
should apply from Bridgeport and New Haven than from Kings Mills, 
and also upon what facts of record was the 1lc per hundred difference 
arrived at? The Commission says that a rate from Bridgeport and 
New Haven lic less than from Kings Mills is a fair rate. This imme- 
diately will establish a rate from New Haven and Bridgeport of 65c 
per cwt. This is a peculiar finding in that it will establish a com- 
modity rate from New Haven and Bridgeport of 65c when the fourth 
class rate from the same points to Duluth is 61%c, making a com- 
modity rate higher than a class rate by 3%c. While it cannot be said 
that this is the first instance of a case of this kind, it is extremely 
unusual in the matter of making rates, for it defeats, completely, the 
purpose for which commodity rates are generally established. 

Again a study of the rates that will become effective is interest- 
ing. The Commission in its report says that a combination of local 
rates is not unreasonable. Now the present combination of local rates 
via rail and lake from Kings Mills is 76c per cwt, based, 39c ito Cleve- 
land and 37c Cleveland to Duluth. The Commission finds this rate 
not unreasonable. How can such a finding be made when the all-rail 
commodity rate today from Kings Mills to Duluth is 74c or 2e less 
than the combination through Cleveland? Is it the desire of the 
Interstate Commirce Commission to kill water transportation? If 
such is the case no better way can be had than to follow decisions 
similar to the decision in Docket 12593. How can the Commission in 
the face of the new Transportation Act, find that a lake and rail rate 
2c higher than an all-rail rate is a just and reasonable rate? 

The record in this case furnishes convincing proof that the state- 
ment in the foregoing paragraph about killing water transportation 
is no idle statement. Witness Noble testified, R. p. 125, that the 
westbound tonnage through Cleveland reached a peak at 250,000 tons 
per annum. He stated further, that the average was a trifle over 
200,000 tons. This was when the boat lines operating out of Cleve- 
land operated on through rates from Central Freight Association ter- 
ritory. By referring to Witness Stanley’s exhibit No. 10, you find 
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that in 1916, the first year of operation of the Great Lakes Transit 
Corporation, the tonnage out of Cleveland was only 117,743 tons; 1917 
67,828 tons; 1918, 24,663 tons; 1919, 69,324 tons; 1920, 45,818 tons. Using 
200,000 tons as 100 per cent, the percentages of decrease range ag fo]- 
lows: 1916, 42 per cent; 1917, 66 per cent; 1918, 88 per cent; 1919, 65% 
per cent; 1920, 77% per cent. In considering these percentages of 
decrease, it must be rememberd that it was during a period when the 
prosperity of the United States was unprecedented, and still the 
figures show an astounding decrease. There can be but one reason 
for this, and that is the fact that there were no freight rates on 
which to move the traffic. 

In a report on No. 12593, Peters Cartridge Company vs, Di- 
rector-General, Pennsylvania et al., opinion No. 7860, 73 I. C. ¢. 
311-14, Traffic World, September 2, p. 492, the decision was mis. 
interpreted as requiring the Great Lakes Transit Corporation to 
establish rates from Kings Mills, O., where the plant of the 
compainant is located, to Duluth, 11 cents lower than from 
Bridgeport and New Haven, Conn. The order requires the lake 
line to remove an undue prejudice against Kings Mills by mak- 
ing rates from Bridgeport and New Haven that shall be 11 cents 
lower than those from Kings Mills. The rates condemned ag 
unduly prejudicial were more than 11 cents less than those 
from Kings Mills. The Pennsylvania was absolved from the 
charge of undue prejudice because it had not, since 1916, hauled 
any small arms ammunition from the east for transportation by 
the lakes beyond. The Commission’s finding was as follows: 

We find that the rail-and-lake rate on small-arms ammunition 
from Kings Mills via Cleveland to Duluth was not and is not 
unreasonable; but that it was, is, and for the future will be, 
unduly prejudicial of Kings Mills and unduly preferential of 
Bridgeport and New Haven for the defendant Great Lakes com- 
pany, and the director general during Federal control, to partici- 
pate in joint rates from Bridgeport and New Haven to Duluth via 
rail lines to Erie or Buffalo and the Great Lakes company beyond 
which were, are, or shall be less than rates 11 cents lower than 
those contemporaneously maintained from Kings Mills to Duluth 
via rail lines to Cleveland and the Great Lakes company beyond. 


ARROW TARIFF STANDS 
The Trafic World Washington Bureau 


The Commission September 15 declined to suspend Arrow 
Transportation Company I. C. C. No. 7, establishing river and 
rail rates on pig iron from Florence and Sheffield, Ala., to des- 
tinations north of the Ohio on the basis of $1.96 from Florence 
to Metropolis, Ill., for the river line and $2.22 to the Burlington 
‘for its haul from the river to Chicago, as requested by pig iron 
interests in southern Ohio and at St. Louis. The tariff became 
effective September 15. 

In a supplemental answer to the protests asking for the 
suspension of Arrow Transportation Co., I. C. C. No. 7, establish- 
ing river-and-rail rates on pig iron from Sheffield and Florence, 
Ala., to destinations on the rails of the Burlington via Metropolis, 
Ill., C. R. Hillyer called attention to the fact that the law author- 
izes the Commission to establish maximum rates for application 
over rail-and-water lines and maximum or minimum or maximum 
and minimum proportional rates to and from the ports, the direct 
grant of power of that character indicated being given in para- 
graphs b and c of the thirteenth sections and that in section 15 
its power to establish joint rates, rail-and-water, is specifically 
limited to prescribe the maximum rate in the event of one of 
the parties to the joint or through rate is a carrier by water. 

However, Hillyer did not call attention to that part of the 
law with a view to having the Commission dispose of the ques- 
tion raised by the protestants on that ground, although he reit- 
erated that irreparable damage would be done by suspension, be- 
cause the Arrow line boats had no tonnage they could substitute 
for the pig iron that would be ready for shipment as soon as the 
reduced rate became operative. 

Hillyer defended the proposed rate, composed of $1.96 from 
Florence and Sheffield to Metropolis and $2.22 beyond, on the 
ground that it would be in exact conformity with the principle 
laid down in the Chattanooga Packet case, 33 I. C. C. 384, and, in 
dollars and cents, in exact compliance with the Commission’s 
decision in the division part of the Sloss-Sheffield case, 36 I. C. C. 
460. In the last mentioned case, Hillyer said the Commission 
prescribed $1.48 per ton as the division to be paid to the lines 
north of the Ohio River. That division, increased in accordance 
with General Order No. 28 and Ex Parte 74 and deflated in at- 
cordance with Reduced Rates 1922, would be $2.22. He said the 
Burlington throughout the negotiations expressed assent to the 
proposition that $2.22 would be the share accruing to it, for its 
service north of the Ohio. 

The point might be made, it was suggested, that $2.22 is not 
a proportional rate, but merely a division, not published except 
in a‘decision by the Commission as to a rate no longer in effect 
because of the various increases and one decrease that have 
taken place since it was established. But, if the Commission 
took the view that the Arrow company was not entitled to make 
a rate in that way, it was believed the river company would de 
mand that the Commission establish proportionals to and from 
Metropolis so as to afford a through rate. The law defines 4 
proportional rate as being one less than the local rate, so that, 
in either event, apparently, the river-and-rail rate that would 
result from the publication of the Arrow tariff would be less 
than the all-rail rates, even if the rates proposed by the south- 
ern railroads were permitted to become operative. 
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ecisions of Interstate Commerce Commission 
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SILICA INCREASES FORBIDDEN 


In a report on I. and S. No. 1551, Silica from Southern Illi- 
nois Points to Eastern Cities (mimeographed without opinion 
or page numbers), the Commission held not justified a proposal 
to cancel commodity rates on silica from southern Illinois points 
to destinations in eastern territory, leaving in effect the higher 
sixth class rates. The proposal would have increased rates from 
17 to 45 per cent, the Commission said, in addition to raising 
the minimum from 40,000 to 50,00 pounds. 

No attempt, the Commission said, was made to justify the 
application of the class rates. Instead the carriers proposed 
commodity rates higher than the ones in effect May 15, and a 
retention of the 40,000 minimum. The points of origin are im- 
mediately north of Cairo. A typical increase would have been 
from 42.1 to 61 cents, on traffic from the points of origin north 
of Cairo to Philadelphia. A compromise rate of 48.5 was pro- 
posed at the hearing. 

The Commission said neither the sixth class rates nor the 
compromises had been justified. The carriers, according to the 
report, proposed the revision solely to restore the relationship 
with other rates in central territory, disturbed by the inability 
of the carriers to apply the 15 per cent increase to all rates. 
They called attention to the fact that rates from East St. Louis 
were increased but not from Southern Illinois and that the ef- 
fect of the unequal treatment was to give higher rates from East 
St. Louis, a 117 per cent point, than from Cairo, a 120 per cent 
group. The protestants said the rates from their shipping points 
were too high in relation to rates from northern Illinois. The 
Commission said the fact that the proposed rates would be in 
accord with a long standing basis of making rates was not suffi- 
cient justification in itself when contrasted with the fact that no 
change was proposed from competing points. 

In fourth section order No. 8272, issued in connection with 
the finding in this case, relief was denied, as of January 3, 1923, 
tariffs lining up the rates in acordance with that order to be 
on statutory notice. 


GRAIN AND TRANSIT RATES 


In a report, written by Commissioner Hall, on No. 11140, 
Board of Railroad Commissioners of the State of South Dakota 
vs. Director-General, Atchison, Topeka & Santa Fe et al., opinion 
No. 7866, 73 I. C. C. 347-60, the Commission held rates on grain 
and grain products from points in eastern South Dakota to all 
destinations in Iowa to be unjust, unreasonable and unduly 
prejudicial and prescribed, without, however, issuing an order 
directing them to publish the rates found as complying with 
the terms of the law. It also indicated what would be the 
reasonable charges for out-of-line or back-hauls. 

The findings as to the character of the rates and the rates 
that should be established are as follows: 


We find that the rates assailed on wheat are unjust, unreason- 
able and unduly prejudicial, and that the following maximum distance 
scale of rates will be just, reasonable and nonprejudicial for single 
line movement, and for joint line movements over not more than 
three lines, from_points in South Dakota east of the Missouri River 
to all points in Iowa, subject to specific rates from and to certain 
points, as maxima, upon a basis hereinafter stated: 


Rate per Rate per 
100 lbs. 100 lbs. 
: cents cents 
10 miles and under.......... 7 250 miles and over 240........ 22. 
20 miles and over 10......... 260 miles and over 250........ 23 
30 miles and over 20......... 270 miles and over 260........ 23.5 
40 miles and over 30..... ‘ 280 miles and over 270........ 24 
50 miles and over 40..... 290 miles and over 280........ 24.5 
60 miles and over 50..... 300 miles and over 290........ 25 
70 miles and over 60..... miles and over 300........ 25.5 
80 miles and over 70..... 320 miles and over 310 26 
90 miles and over 80..... 330 miles and over 320 26.5 


100 miles and over 90..... 
110 miles and over 100.... 
120 miles and over 110 
130 miles and over 120 
140 miles and over 130 
150 miles and over 140.. 
160 miles and over 150.. 
170 miles and over 160.. 


340 miles and over 330 
350 miles and over 340 
360 miles and over 350 
380 miles and over 360 
400 miles and over 380 
420 miles and over 400 
440 miles and over 420.. 
460 miles and over 440.. 


27 
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180 miles and over 170.. 480 miles and over 460.. caBk 
190 miles and over 180.. 500 miles and over 480.. Pe ee 
200 miles and over 190.. 520 miles and over 500 32 
210 miles and over 200........ 540 miles and over 520 32.5 
” miles and over 210........ 21 560 miles and over 540 33 
; 0 miles and over 220........ 21.5 580 miles and over 560........ 33.5 
40 miles and over 230........ 22 600 miles and over 580........ 34 


si These scale rates should be modified by application to the Mis- 
Issippi River crossings in Iowa, namely, Dubuque, Clinton, Daven- 
Port, Burlington and Keokuk, of the following rate on wheat, in cents 
Ror 100 pounds: From Aberdeen, S. Dak., 31 cents; from Watertown, 
Tak os 29 cents; from Huron, S. Dak., 30.5 cents; from Mitchell, S. 


and Fed cents; and from Yankton, S. Dak., 27.5 cents. Both the scale 


= specific rates should be published in strict conformity with 


ourth section of the interstate commerce act. _ 
ollowing rates on grain, grain products and hay, supra, we fur- 





ther find that the rates assailed on coarse grain are unjust, unreason- 
able and unduly prejudicial to the extent that they may exceed 10 per 
cent less than those herein prescribed on wheat from and to the 
same points; and that the rates assailed on commodities recognized 
as grain products are unjust, unreasonable and unduly prejudicial to 
the extent that they may exceed rates that would_be made by con- 
tiuning the relationships to grain that now exist. Our findings herein 
with respect to coarse grain are without prejudice to any different 
conclusions which may be reached as a result of of the reopening of 
the case last cited for further hearing regarding the rates on coarse 
grain in the western group. 


The finding and the charges as to back-haul or out-of-line 
hauls are as follows: 


_ We find that the failure of the Chicago & North Western and the 
Chicago, Milwaukee & St. Paul to make provision for transit at mill- 
ing points on their lines in eastern South Dakota on the traffic under 
consideration, while contemporaneously making such provision for 
similar points in competing territory, results in undue prejudice to 
shippers and millers of grain in eastern South Dakota; that these 
defendants should remove the undue prejudice by establishing transit 
arrangements at all intermedite milling points under the direct rate 
from point of origin of the grain to the destination of the product; 
and that where out-of-line or back-hauls are required: the following 
en charges per 100 pounds should be made: 


EE GUE MNS 60 nro eins avy 0: 01erstoinh'a are aleiwieie's 2 cents 
ee ge a errr re eer 2.5 cents 
ee. ee, a re er 3 cents 

oe ee ee ae re er ee 3.5 cents 
ee a, ers 5 cents 
C- ff ©... 2. Sr reer 6 cents 
Ce ee ee eee ee 8 cents 


With respect to the request of the Iowa interveners for 
transit at intermediate points, the Commission said the estab- 
lishment of transit at eastern South Dakota points and not at 
Iowa points would increase any undue prejudice to the latter. 

It said further that the decision in this docket was without 
prejudice to the complaint, No. 13000, South Dakota vs. C. & 
N. W. and others, a broader complaint involving many of the 
rates mentioned in this decision, and that the rates prescribed 
included the changes in rates made since the hearing. 


STABLE MANURE RATES 


The Commission, in a report on I. and S. No. 1557 (mimeo- 
graphed, without opinion or page numbers), has held the Louis- 
ville & Nashville had not justified its proposal, made to be 
effective May 17, but suspended until October 14, to increase 
rates on stable manure, from New Orleans, to all points on its 
line between Baldwin Lodge, Miss., and Warren Switch, Ala., 
except Gulfport, Miss. The proposal was to increase the rate 
from $1 to $1.75 per ton from New Orleans to Long Beach, Miss., 
a typical haul. Prior to government control the rate was $8 
per car, plus $2 for loading at New Orleans, from dumps main- 
tained by the railroad. In 1919 the Director-General put the 
rates on the per ton basis, which the Louisville & Nashville 
claimed were too low. It said it desired to bring the rates up 
to a reasonable basis for the service performed. 


COMMISSION ORDERS 


The orders entered in No. 11481, The Certain-teed Products 
1468, building and roofing paper between Western Trunk Line 
points, on July 10, have been vacated and set aside in so far 
as they apply to schedules shown on the Ninth Revised Page of 
Cc. B. & Q R. R. tariff ICC 10610, relating to the rates on roof- 
ing paper, in carloads, from St. Joseph, Mo., Atchison, Kan., 
Kansas City, Mo., and Leavenworth, Kan., to Beatrice and Lin- 
coln Nebr., but in all other respects the orders remain in full 
force and effect. 

Upon complainants’ requests the following complaints have 
been dismissed: No. 13696, Bibb County Farm Bureau vs. C. of 
Ga. Ry et al.; No. 13532, Indiana Coke & Gas Company vs. B. 
& O. et al.; No. 13815, Lyman-Richey Sand Company vs. C. & N. 
W. Ry. et al.; No. 13691, Louis Sagalowsky vs. B. & O. et al.; 
No. 13223, Royal Salt Company vs. A. T. & S. F. Ry. et al.; No. 
13733, Vehicle Supply Company vs. Ill. Cent. R. R. et al.; No. 
13966, Marx Hide & Tallow Company, Inc., vs. International & 
Great Northern Ry. et al., and No. 13710, Standard Oil Company 
(New Jersey) vs. Director-General, P. R. R. et al. 

Defendants having fully satisfied the complaints, the Com- 
mission has dismissed the proceedings in the following: No. 
12829, Republic of France vs. Indiana Harbor Belt R. R. et al.; 
No. 13247, John L. Shultz Sons Company, Inc., vs. Director-Gen- 
eral; No. 13325, American Trona Corporation vs. A. T. & S. F. 
et al.; No. 13798, Perry Coal Company et al. vs. B. & O. et al.; 
No. 12416, Robert E. Leahy Company vs. Director-General, Sou. 
Pac. Co.; No. 13280, American Trona Corporation vs. Sou. Pac. 
et al.; No. 13593, the Wheatena Company vs. Director-General, 
P.R.R.; No. 13376, Grayson Owen Company vs. Sou. Pac. Co. 
et al. 

The Birmingham Traffic Association has been permitted to 
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intervene in No. 13857, Chamber of Commerce of Selma, Alabama, 
vs. Alabama Great Southern R. R. et al. 

The provision of the order entered by the Commission on 
March 14, in No. 13345, in the matter of divisions of joint rates, 
fares and charges on traffic interchanged between the Missouri & 
North Arkansas Railroad Company and its connections, requir- 
ing the connecting lines and the Missouri & North Arkansas 
Railroad jointly to report to the Commission on or before August 
15, certain information therein described, has been amended so 
as to require the report on or before October 15. 

On advice that the complaint has been satisfied, the Com- 
mission has dismissed proceedings in No. 12625, Corn Belt Pack- 
ing Company et al. vs. Ann Arbor R. R. Co. et al. 

On complainant’s request, the Commission has ordered the 
dismissal of No. 13336, Neal Veneer Company vs. Marianna & 
Blountstown Railroad Co. et al. 

The Arizona Corporation Commission has been permitted to 
intervene in No. 13840, Associated Oil Company et al. vs. Arizona 
Eastern Railroad Company et al. 

The Kalamazoo Chamber of Commerce has been permitted 
to intervene in No. 13950, Michigan Paper Mills Traffic Associa- 
tion vs. N. Y. C. et al. 

The Commission has modified its order in No. 11455, Manu- 
facturers’ Association of York, Pa., vs. P. R. R. et al., so as 
to make it become effective December 6 instead of November 
6, as previously ordered. 

The Miller Petroleum Company has been permitted to in- 
tervene in No. 14087, Indiana State Chamber of Commerce vs. 
A. T. & S. F. Ry. et al. 


PROTESTS COAL RATES 


The Trafic World Washington Bureau 


Issue it is believed, has been joined in such a way as to 
bring about a complete decision on the long smouldering ques- 
tion whether there shall be joint rates on coal from eastern 
and southeastern Kentucky, eastern Tennessee, and Virginia, to 
destinations in Iowa, Nebraska and Missouri, less than the com- 
bination or whether rates shall be on the combination basis 
such as prevails through Chicago. Collaterally the question has 
been raised in a number of investigation and suspension docket 
cases. 

The Louisville & Nashville, by supplement No. 1 to its I. C. 
C. No. A-15179, has proposed to cancel the joint rates to desti- 
nations on the Chicago & Northwestern, Des Moines & Central 
Iowa, Minneapolis & St. Louis, and Wabash in the states 
named, as of September 20. The Louisville & Nashville by as 
pointed a protest as D. M. Goodwyn, its freight traffic manager, 
probably could write, has asked the Commission to suspend the 
supplement filed by his tariff publishing agency. . He asked for 
the suspension of that cancellation supplement because he said 
the Louisville & Nashville mine operators were entitled to joint 
rates to enable them to compete in the destination states men- 
tioned, with operators in southern Illinois and western Ken- 
tucky. 

That protest against the Louisville & Nashville supplement, 
by the head of the freight traffic department of that road, sup- 
ports a protest to the same effect made by C. D. Boyd, traffic 
manager for the Harlan, Hazard and Southern Appalachian Coal 
Operators’ Association. He said the cancellation of the joint 
rates would result in unjust, unreasonable and unduly preju- 
dicial rates against the protestants and unduly preferential to 
operators in southern Illinois and western Kentucky. He said 
the cancellation would result in an average increase of 67% 
cents per ton, just at a time when it was a big question whether 
the northwest would be able to obtain an adequate supply of 
coal via the great lakes. 

The apparently equivocal position of the Louisville & Nash- 
ville, Mr. Goodwyn, said, resulted from its wish to avoid the re- 
vocation of the concurrence authority given it by the lines 
which desire the cancellation of the joint rates. He said the 
supplement was filed, not because the Louisville & Nashville 
desired to withdraw the joint rates but simply because its con- 
nections serving the trans-Mississippi destinations mentioned de- 
sired to return to the basis of rates made by combination. He 
said the competition at the destinations in question encountered 
by operators of mines on the Louisville & Nashville was from 
mines in southern Illinois and that cancellation of the joint 
rates would virtually exclude the Louisville & Nashville oper- 
ators. He said he believed they were entitled to continue in 
the markets in which they had built up business irrespective of 
the fact that the combination rate basis might not make unrea- 
sonably high transportation charges. 

The move to get rid of the joint rates was begun at Chicago 
last June in a conference, at which, according to a letter writ- 
ten by J. M. Dewberry, general coal and coke agent of the 
Louisville & Nashville, to H. W. Beyers, freight traffic manager 
of the Chicago & North Western and other traffic men of the 
interested lines, the destination lines “principally interested’ 
were not present or represented. After that conference, the 
destination lines, in a joint letter asked the Louisville & Nash- 
ville to cancel the rates. In his answer to the letter calling on 


the Louisville & Nashville to cancel the joint rates, Mr. Dey. 
berry said he did not know, nor did the letter show, what rep- 
resentations had been made to the destination lines not repre. 
sented in the conference of June 16, over which A. F. Cleveland 
of the Chicago & North Western presided as chairman. In his 
letter Mr. Dewberry said he had made plain the position of that 
carrier at that conference and he reiterated it in his letter 
‘which he addressed not only to the lines represented in the 
conference but also to those not present or represented in jt. 


SWITCHING AT CHICAGO HEIGHTS 


The Trafic World Washington Bureay 


The Michigan Central tariff, Supplement 21 to its I. ¢. ¢ 
5393, establishing rates for switching to and beyond the rails 
of the Chicago Heights Terminal Transfer Railway became 
effective September 15, the Commission declining to suspend the 
tariff mentioned. That declination resulted in bringing into 
effect the two tariffs under discussion as incidental to the con. 
troversy between the Chicago & Eastern Illinois and the ter. 
minal company, as to switching rates at Chicago Heights. 

Another effort was made by shippers at Chicago Heights to 
find what would be the effect of tariff publications, effective 
September 15, about which an informal conference was held 
before the Commission’s suspension board some time ago, 
Omer P. Kerr, for the Chicago Heights Manufacturers’ Associa. 
tion, September 7, made an engagement to have the suspension 
board give an informal hearing to members of that association 
two days thereafter, as to the meaning of supplement 11 to 
Michigan Central I. C. C. No. 5393. That supplement changes 
the description of the Chicago Heights switching district by 
canceling the language in the tariff itself which defines the 
Chicago Heights switching district as “coincident” with the city 
limits and “including all deliveries on what is known as the 
Chicago Heights Terminal Transfer Railway.” 

That description is changed to read “Coincident with city 
limits” and tagged with a reference mark calling attention to 
an item which says the charges for Michigan Central switching 
of loaded cars between the Chicago Heights Terminal Transfer 
Railway Company and facilities of the Michigan Central would 
be $6.30 per car for switching to or from industrial, private 
tracks or sidings, and $3.60 for road haul. 

Apparently that supplement provides for the imposition of 
charges for deliveries on the rails of the terminal company, 
although in the prior conference the Chicago Heights shippers 
seemed to think the Michigan Central tariff was one to which 
they should not make any objections. In terms, the Michigan 
Central supplement appears to provide the same charges for 
switching to and from Chicago Heights Terminal Transfer Rail- 
way Company tracks as it makes for switching to and from 
tracks of the Baltimore & Ohio Terminal, but it provides for 
plussing the charges to the Baltimore & Ohio by adding those 
of the Chicago Heights Terminal. For switching to and from 
the Milwaukee tracks, it makes the same rates as for switching 
to and from the Chicago Heights Terminal, plus the charges 
of the Baltimore & Ohio Termnal and the Chicago Heights 
Terminal. To the Elgin, Joliet & Eastern, its charges are also 
to be increased by adding those of the Chicago Heights Ter- 
minal. The shippers, at the prior conference, were inclined to 
the view that the Michigan Central supplement meant merely 
a concurrence in what the Chicago Heights Terminal proposed, 
while those in the Commission charged with the duty of check- 
ing tariffs about which questions had been raised, looked at it 
as increasing the charges the Chicago Heights shippers would 
have to pay. 

Additional discussion was had at the Commission’s sus 
pension board, September 11. The engagement made for Se?- 
tember 9 was postponed for two days on account of Mr. Kert’s 
inability to appear. Mr. McElroy came in his stead. The first 
impression of the Chicago Heights people was that the Michi- 
gan Central tariff made changes that were necessary and 
desirable on account of reductions that were supposed to 
be provided in the Chicago Heights Terminal Transfer tariff, 
as to the meaning of which there was dispute when the Chicag0 
& Eastern Illinois asked for its suspension. At that time Chail- 
man Crosland of the suspension board questioned the validity 
of an arrangement if it was contended that a contract had the 
effect or could have the effect of varying a published tariff of 
either the terminal railroad or its trunk line connection. 


HAS MONEY FOR STUDIES 


The Wichita Northwestern has asked for a re-hearing in No. 
12004, Wichita Northwestern Railway Co. vs. Chicago, Rock 
Island & Pacific and Missouri Pacific, a complaint in which it 
asked for larger divisions, on the ground that it now has the 
money to pay for a service cost analysis, and therefore is in 4 
positon to supply material and relevant evidence of probative 
value. It was not able, in a financial sense, to procure such 
evidence at the first hearing. The Commission dismissed the 
complaint, without prejudice. It believes that if now given the 
opportunity it can prove its case and warrant a modification of 
the Commission’s order. 
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ILLEGAL CHARGES ON DERRICK PARTS 


An award of reparation has been recommended by Examiner 
4,§. Worthington in a tentative report on No. 13557, Parkers- 
rg Rig & Reel Co. vs. Director-General, as agent, B. & O. et 
4, on a finding that charges collected on one carload of wooden 
wll wheel cants and pins from Parkersburg, W. Va., to Ranger, 
tex, shipped October 29, 1918, were illegal. 

The examiner said that at the time the shipment moved an 
embargo was in effect against Ranger and the instructions were 
i) accept for that point only shipments for the movement of 
yhich permits had been procured. Notwithstanding this situa- 
tin and without advice to complainant concerning the embargo, 
the defendant’s agent at Parkersburg accepted the car and issued 
the bill of lading. When the car arrived at St. Louis continua- 
tin of the movement to Ranger was refused, the examiner said, 
ad complainant was requested to furnish disposition orders 
promptly on penalty of having the contents unloaded and stored. 
Thereupon the complainant attempted to procure a permit to 
have the car moved to Ranger but at the same time directed that 
ithe shipment be delivered at Strawn, Tex., 14 miles east of 
Ranger, the examiner said. The car moved to Strawn and 
eventually arrived at Ranger but without a permit being issued. 

The examiner said freight charges were prepaid to Ranger 
mthe basis of the applicable joint commodity rate of 60.5 cents, 
which rate was also applicable to Strawn. On delivery at Ranger, 
an additional charge of $66.66, plus war tax, was collected for 
the movement from Strawn to Ranger, based on the local class-A 
rate, and subsequently a reconsigning charge of $2, plus war tax, 
yas collected, according to the report. 

The examiner said the defendant showed that the embargo 
was in effect before the shipment left ithe point of origin and 
contended that whether or not this was known to complainant 


had no bearing on the legality of the embargo. In conclusion 
the examiner said: 





SSS 


The tariff provided that the embargo restrictions should not apply 
toshipments made under an authorized permit. A permit is merely 
an expression of the willingness of the delivering carrier to handle a 
designated shipment and when, as here, a shipment is permitted to 
move Without a permit there can be no justification for assessing 
charges in excess of those which would accrue were it accompanied 
bya permit. By allowing this shipment to move from Strawn to 
Ranger without a permit defendant nullified the reconsignment at St. 
Louis, which complainant directed only under the compulsion of cir- 
cumstances, and should not receive payment for that service. Con- 
sidering the reconsignment at St. Louis a nullity it follows that the 
movement from Strawn would not constitute a second change in 
destination which should be assessed the local rates as a reshipment 
under the aforesaid tariff provision. Neither could this latter move- 
ment be regarded as a reconsignment from Strawn because of the 
prohibition against such without a permit. : 

The Commission should find that the charges collected were illegal 
to the extent that they exceeded the amount which would have 
accrued at the joint commodity rate of 60.5 cents per 100 pounds; 
that complainant made the shipment as described and paid and bore 
the charges thereon; that it was damaged in the amount of the 
difference between the charges paid and those which would have 
accrued at the legally applicable rate; and that it is entitled to repara- 
tion in the sum of $70.72, with interest. 


INTRAPLANT SWITCHING CHARGES 

A finding of unreasonableness and an award of reparation 
have been recommended by Examiner Henry C. Keene, in a re 
port on No. 12821, Utah Fuel Co. vs. Director-General, as agent, 
4 to intraplant switching charges by the Denver & Rio Grande, 
at Sunnyside, Utah, between June 25 and November 19, 1918, 
fr moving slack coal from the mine tipple to storage bins 
Whence it was taken for conversion into coke, and thence re- 
shipped. When General Order No. 28 was put into effect a 50 
tent car rate was changed to a 15 cent per ton rate, equaling 
about $6.69 per car. In November the rate was reduced to $2.50 
bet car and that charge, Keene thinks, would have been reas- 
mable for the whole period. He recommended reparation to 
that basis on the 7,123 carloads involved. 


PIG IRON RATE UNREASONABLE 


A sixth-class rate of 17.5 cents per 100 pounds, or $3.F0 
ber ton, applied on 22 carloads of pig iron, shipped during Octo- 
ber, 1917, from Hamilton, O., to Hamilton, Ontario, was unrea- 
Sable to the extent that it exceeded a rate of $2.46 per ton 
aid reparation should be made to the basis of the rate found 
teasonable, according to a tentative report by Examiner E. L. 
Gaddess on No. 13647, Hamilton Furnace Co. vs. B. & O. et al. 

The complainant attacked the rate of $3.50 because it ex- 
ceeded a rate of $2.10 contemporaneously in effect from Cincin- 
lati, 0., to the same destination, Hamilton being intermediate. 
he defendants contended the $2.10 rate was established in error. 
tthe date of shipment, the examiner said, there was, however, 
a rate of $2.46 per ton to Hamilton, Ont., from Portsmouth, 

‘lston and other southern Ohio producing furnaces where 
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competiiors of complainant are located. The complainant ad- 


mitted willingness to settle on the basis of the $2.46 rate, the 
examiner said. 

The examiner said while the $2.10 rate from Cincinnati was 
under the tariffs lawfully applicable from Hamilton, O., to 
Hamilton, Ont., on application, no request was made for the 
same. He said it was manifest that the only damage suffered 
by complainant was the loss of the difference between the rate 
of $2.46 and the rate of $3.50 collected, it having been developed 
that the pig iron was sold f. o. b. Hamilton, Ont., based on the 
$2.46 rate enjoyed by complainant’s competitors. The examiner 
declined to sustain contentions of the defendants that no order 
of reparation could be entered because of the bar of the two- 
year statute of limitations and also because the Commission 
had no jurisdiction over the rate involved. 


IMPORTED ANTIMONY RATE 


Examiner Myron Witters has recommended the dismissal of 
No. 13548, Arthur E. Winter and Frank B. Ross vs. Great North- 
ern et al., on a holding that the rate of $1.3335 on antimony 
regulus (refined antimony) imported from China, for the haul 
from Seattle to Chicago in October, 1920, was not unreasonable 
or otherwise unlawful. The complainants compared the rate with 
one of $1 on tin, six times as valuable, contemporaneously in 
effect, but the examiner said there had been no showing of com- 
petition between the two metals or that the rate on tin was the 
reasonable maximum one. The fact that the rate on refined anti- 
mony was reduced to $1 soon after the two carloads involved 
in this complaint moved did not mean anything to the examiner 
other than that it was reduced. 


UNREASONABLE COAL RATES 


Examiner A. S. Worthington has recommended an award of 
reparation in No. 13463, Indiana State Farm vs. Director-Gen- 
eral, as agent, holding that an applicable rate of 90 cents per 
net ton on 42 carloads of coal from Seelyville, Ind., to Putnam- 
ville, Ind., during federal control, was unreasonable to the ex- 
tent that it exceeded a rate of 70 cents. 


RATES ON SULPHURIC ACID 


Examiner J. P. McGrath has recommended an award of 
reparation in No. 13381, Wilson & Toomer Fertilizer Co. vs. 
Director-General, as agent, based on a finding that the sixth 
class rate of 34 cents per 100 pounds, equivalent to $6.80 per 
net ton, applied on sulphuric acid in tank-car loads from Macon, 
Ga., to Jacksonville, Fla., was unreasonable to the extent that 
it exceeded $3.20 per net ton. 


RATES ON PADDY RICE 


A commodity rate of 22 cents applied on 50 carloads of 
paddy rice shipped from Citrona, Madison and Norton, Cal., to 
San Francisco, Cal., during the period July 2, 1918, to November 
30. 1919, was illegal to the extent that it exceeded a commodity 
rate of 19 cents contemporaneously in force from Capay, a more 
distant point, according to a tentative report by Examiner Henry 
C. Keene on No. 12843, Pacific Rice Mills et al. vs. Director 


General, as agent. Reparation to the basis of the 19-cent rate 
is recommended. 





SCRAP IRON RATES SUSTAINED 


Examiner J. Edgar Smith has recommended dismissal of the 
complaint in No. 13349, David Kaufman & Sons Co. vs. Central 
of New Jersey et al., on a finding that a rate of $1.82 per gross 
ton charged for the transportation of 27 carloads of scrap iron 
which moved during April, May and June, 1921, from Arlington, 
Staten Island, N. Y., to Bayway, N. J., was not unreasonable or 
unjust. The complainant alleged the rate was unreasonable as 
compared with a rate of $1.65, between the same points, effective 
July 18, 1921. The examiner said no evidence of unreasonable- 
ness was offered by the complainant. He said the defendants 
testified that “but for the threat of motor transportation the rate 
of $1.65 would not have been established.” 





BARNEGAT ABANDONMENT APPLICATION 

The Barnegat Railroad Company has applied to the Commis- 
sion for authority to abandon its entire line of railroad from 
Barnegat City Junction to Barnegat City, N. J., a distance of 
8.12 miles. The reason for the abandonment, the company said, 
is that the operation of the line has been conducted at a loss 
Since its inception and that the prospects for the future show 
no sign of improvement. Highway and motors provide all neces- 
sary transportation, the company said. 
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EXCEPTIONS IN SUGAR CASES 
The Trafic World Washington Bureau 


Asserting that Attorney-Examiner Disque’s proposed report 
in the Sugar Cases, 1922, is justified neither by the law nor 
the facts, complainants in their exceptions to the Disque re- 
port, assert they “cannot allow their great investments to be 
jeopardized by a conclusion which is not justified either by 
the facts or by the law.” The complainants so talking are Ar- 
buckle Brothers, Federal Sugar Refining Company and the Re- 
vere Sugar Company. 

“Complainants are dismayed,” says the bill of exceptions,” 
to find that while the examiner concedes they have prevailed 
in all their principal contentions, he nevertheless proposes a 
decision, which, if adopted, would not only fail to accord sub- 
stantial relief, and would favor complainants’ competitors to a 
greater extent than the latter ever expected or hoped for. 

“We hoped that there might emerge from the confused 
and complicated rate situation laid before the examiner a con- 
structive solution of the problem for the future,” continued 
the complainants. ‘The difficulty in the past has been that one 
set of carriers has been permitted, in its own selfish interest, 
to pursue a certain policy which other carriers refused to adopt. 
Some lines based their rates mainly on commercial conditions, 
others on transportation conditions, with the result that the 
rate structure was a ‘hodge-podge’! 

“In dealing with the California rates the examiner finds 
that the carriers should now be treated collectively rather than 
individually, and he accordingly reaches the conclusion, to which 
his reasoning inevitably leads, that the rates on sugar from 
California should be made as they would be made if the east- 
ern and western railroads were all parts of one great system. 

But when the examiner comes to deal with the eastern and 
southern rates he discards this principle and finds that the 
Illinois Central, as an individual and separate carrier, should 
be permitted to maintain a depressed, competitive basis of 
rates on sugar’ from New Orleans to Chicago; also that the 
Baltimore & Ohio, as an individual and separate carrier, should 
be permitted to maintain a lower rate on sugar from Baltimore 
than other carriers maintain from New York. 

“In support of the latter conclusion the examiner cites a 
number of cases decided in the early days, when, according to 
his own statement, conditions were radically different. 

“If the eastern and southern carriers were parts of one 
system, it is certain that the rate from New York to Chicago 
would be the same as the rate from New Orleans to Chicago, 
and that there would be no occasion for the continuance of the 
port differentials, which, as shown by the cases cited by the 
examiner, were established because of the bitter rivalries of 
separate, competing roads.” 

Therefore, the complainants said, their first exception was 
that Disque proposed to deal with the situation in such a way 
as to perpetuate the very difficulties which were presented for 
correction. They therefore presented that as their first ex- 
ception, following it with ten others, the general trend of 
which was that Disque should have been consistent, using either 
transportation conditions or commercial conditions as his guide, 
and not a mixture of the two to perpetuate the situation they 
claimed they had presented for correction. They said the facts 
set forth by Disque led necessarily to the conclusion, if only 
cne rule had been followed, that the rate from New Orleans 
should at least be no lower than the one from New York. 

“From the proposed report,’ said the complainants, “it 
seems perfectly clear that those producers who are disadvant- 
ageously located or laboring under natural handicaps and those 
carriers which are operating under unfavorable transportation 
conditions only needed to seize upon ‘market competition’ as an 
excuse for demanding not equal, but lower rates than their 
more fortunately situated competitors, and in this the examiner 
has supported them. 


“In other words, contrary to numberless decisions of the 
Commission that the law gives it no right to deprive commer- 
cial enterprise of the rewards of good business judgment in 
selecting a location and that superior transportation facilities 
must in the very nature of things be fostered and encouraged, 
we find here an undisguised attempt to equalize commercial 
conditions, which is the very thing the Commission has re- 
peatedly said it would and could not do. 

“In offering no objection to an equality of rates, via all- 


rail with New Orleans, however unmerited that concession may 7 


be, the New York refiners and transportation lines have been 
not only fair, but generous.” 

The complainants, after calling attention that from June 25, 
1918, to August 26, 1920, the rates from New Orleans and New 
York to Chicago were the same, remarked upon the fact that 
the southern interests had signally failed to offer any evidence 
whatever that on this account there was any diminution in their 
sugar tonnage to Chicago. They discussed the effect of the 
differential lines’ rates on New York-Chicago traffic and agreed 
with the conclusion of the examiner that it was not controlling, 
which increased their wonder that Disque should have recom- 
mended rates from New Orleans lower than from New York. 


So? 
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Additional objections have been filed by attorneys for th F 
Colorado and Utah sugar companies and the eastern trunk line Ac 
railroads. The Utah and Colorado people object to Examiner rad s! 
Disque’s recommendation broadly on the ground that he Dro-Mm aity 12 
poses ignoring transportation conditions, especially jn them age of 
making of rates from Utah and Colorado to Mississippi Rivera crafts 
crossings and to St. Paul-Duluth territory. The trunk lines ob. in Chi 
ject to having the Baltimore-Chicago rate made the measure ot gm preside 


the rate from New Orleans to Chicago. Their contention j 
that the New York-Chicago rate should not be brought below 
the fifth class nor kept above the New Orleans-Chicago rate 
They said they were willing to reduce the rate from 63 to §j 
cents. Putting into effect what Disque recommended, they gaij 
would be putting in a rate which no one requested. They cop, 
tended there was no reason why the rates on a commodity 
like sugar should be further reduced because, as they said, the 
reductions already ordered had resulted in a vast loss of revenye. 

The Colorado and Utah interests contended that if the Disque 
report were adopted it would amount to a turning aside of 
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transportation conditions in the making of freight rates an - ol 
the substitution therefor of rate-making based on commercial fi tflic, 
conditions. They said the adoption of the report would eon. _ 
stitute notice to the carriers that they could not, by reducej seatati 
rates, encourage the further development of sugar industry pose t 
in the great irrigated territory of the West. Adoption would ™ ve 
nullify, they said, to a certain extent, congressional action jp a 
the placing of a tariff duty against the importation of foreign mlly h 
sugar, as a measure of protection of domestic production; and ae 
finally that the making of rates as proposed by Disque would rye 
have the effect of continuing the importation of foreign sugarfi sgreem 
to the detriment of the western beet sugar producer. ag 

In behalf of the proposed Colorado adjustment, H. VY. "3 
Prickett and S. H. Love particularly objected to the condemna- gi to wor! 
tion proposed by the attorney-examiner of the carrier proposal a 
to make the rate from Colorado to St. Paul-Duluth eight centsiM je call 
lower than the rate from New Orleans, because the distance 4 
from Colorado to St. Paul-Duluth is 275 miles less. Disque saiijm*,4* 
that inasmuch as the rates from the Atlantic seaboard andi author 
Louisiana refining points were higher than to Chicago, anig™ the or 
fixed the delivered price, it was not necessary, from a comg™ nt 
petitive standpoint, for the western lines, to maintain as low for fin: 


rates thereto as to Chicago. They argued that if that Disque 5. 


proposal were adopted it would certainly constitute notice to on 
the railroads that they could not, by reduced rates, encouraged tives s 
further development of the sugar industry in the irrigated ter ~— 
ritory; also, that its adoption would tend to nullify the custom [i wines 
tariff protection Congress desired the domestic industry t 6. 
have. posing 
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The trunk line attorneys confined themselves to a discussio 
of the rate situation attacked by the Arbuckle Brothers’ com- 
plaint, docket No. 13098, or produced by schedules involved it 
I. and S. No. 1443 and No. 1457, involving the New York-Chicago 
rate. They argued that the attorney-examiner proposed thal 
the Commission refuse to accede to the proposition of the trunk 
line, which was that transportation and all other conditions 
which the Commission was authorized to consider required thi 
the rate from New Orleans to Chicago be no less than the ratt 
from New York to Chicago. 

Agreeing with Disque that the “days of unrestrained rate 
















competition are ended” and that it is the duty of the Comms of ,. 
sion “to exercise a certain degree of oversight and shield the sates 
carriers from themselves” the trunk line lawyers suggest thal 
the restraining hand of the Commission, in the circumstance Tr 
of this case, should be laid upon the New Orleans lines to tlt & Da 
end that they should not be allowed to reduce the New Orlealt haw. b 
Chicago rate “solely for the purpose of taking away traffic fold which 
the trunk lines.” They expressed the belief that upon furthegy - 
consideration of the facts the restraining hand about whit negoti 
Disque talked would be laid upon the New Orleans lines “ali injunc 
they will be prevnted from reducing the New Orleans-Chicaé0 ped 
sugar rate to this territory.” : W 
As to port differntials the trunk line lawyers took the pO cepte 
tion that insistence of the eastern lines upon the maintenalt ne 


of such differentials had nothing whatever to do with the ret i reo, 
tion between the New York-Chicago and the New Orilealt 
Chicago rates and that the Disque report showed that fact mo W 
emphatically. They argued that way, because, as they cl 
tended, the record was filled with testimony showing the por 
differentials to be due wholly to transportation consideratio™ T 


while Disque said there was no transportation testimony what of lay 
soever upon which to support a lower rate on sugar from Ne — 
Orleans to Chicago than from New York to Chicago. ; diten 
“The port differential situation,” they asserted, “therfore hea ficult} 

no bearing whatsoever upon the relation of the New York-Chi ana 
cago and the New Orleans-Chicago sugar rates.” We z 
Stncesiastiniiaianibiaipionaninpiaiiniiats ave 

TO OPERATE SHORT LINE the ry 

The Mississippi & Alabama Railroad Company has filed “IMM moc} 
application with the Commission asking for authority to least Settle 
and operate a line of railroad from Leakesville, Miss., to Vineg#! he n 
Bend, Ala., having a mileage of 17 miles, and which was formet! ment 


operated by the Alabama & Mississippi Railroad Company. 
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PLAN FOR STRIKE SETTLEMENT 


Acceptance of a plan for individual settlements of the rail- 
road shopmen’s strike, said to be favored by a minority of about 


for the 
nk line 
camMiner 


he prom ifty railroads, representing, perhaps, a fifth of the entire mile- 
in themm age of the country, was announced September 13 by the shop 
i Rivera cafts general conference committee after a three days’ meeting 
ines ohn Chicago. The plan is the one promoted by Daniel Willard, 
sure off mesident of the B. & O.; A. H. Smith, president of the New York 
ition jgqm central, and S. Davies Warfield, president of the Seaboard Air 
t beloyim line. They had been in conference for some time with B. M. 
“0 rate Mm Jewell, president of the railway employes’ department of the 
3 to 6) American Federation of Labor, who laid the proposal before his 
ey said Mm wsociates. It was the hope and expectation of those favoring 
ley con. ile plan that it would be widely adopted. The names of the 
NmModity MM roads SO far agreeing to it were not given out. Following is 
said, them, memorandum of the agreement given out by the conference 


revenue fm committee of the shop crafts: 
> Disque 
aside of 
tes and 
amercial 
uld con- 
reduced 
industry 
Dn would 
ction in 
' foreign 


1. In order to bring to an end the existing strike of employes 
upon the undersigned railroads and relieve the country from the 
averse effects thereof and to expedite the movement of essential 
trafic, the following memorandum of agreement is made upon the 
uderstanding, which the parties hereto accept, that the terms hereof 
shall be carried out by the officers of the companies and the repre- 
gntatives of the employes in a spirit of conciliation and sincere pur- 
se to effect a genuine settlement of the matters in controversy 
referred to below. This paragraph does not apply to-or include strikes 
in effect prior to July 1, 1922. e went 

9, All men to return to work in positions of the class they origi- 
nally held on June 30, 1922, and at the same point. As many of such 
men as possible are to be immediately put to work at present rates 


on; and of pay and ali sueh employes who have been on strike be put to work 
le WOUIdMM or under pay not later than thirty days after the signing of this 
sn Sugargme agreement except such men as have been proven guilty of acts of 
; violence which, in the opinion of the commission hereinafter provided 
for, shall be sufficient cause for dismissal from service. ; 
» Oo. W. 3. The relative standing as between themselves of men returning 
ndemna-(m to work and men laid off, furloughed, or on leave of absence, including 
al general chairmen and others who were as of June 30. 1922, properly 
Dropos on leave of absence, will be restored as of June 30, 1922, and they will 
ht centsMM pe called back to work in that order. ’ 
distance 4, If a dispute arises as to the relative standing of an employe 
’ " ifany other controversy arises growing out of the strike that can- 
que Sal not be otherwise adjusted by the carrier and said employe or the duly 
yard andi authorized representatives thereof, the matter shall be referred by 
ago, ani@™ the organizations parties to this agreement, the employes or the 

f carrier in the interest of any employe who may be aggrieved, to a 
L & COMBE commission to be established and constituted as hereinafter provided, 
1 as low for final decision by a majority vote. | 
t Disque 5. The commission referred to in paragraph 4 hereof shall be 

ti composed of six representatives to be named by the chief officers of 
MOUICe ORM the organizations parties hereto and six railroad officers or representa- 
Ncourage MM tives selected from and by the railroads agreeing hereto. This com- 
ated tere mission shall be constituted within fifteen days from the signing of 
this agreement and shall have jurisdiction to decide all cases that may 
| CUSLONSEE properly be referred to it on or before May 31, 1923, but not thereafter. 
ustry 10 §. Inasmuch as this agreement is reached for the purpose of com- 

posing in a spirit of compromise this controversy, all parties hereto 
. : agree that neither this settlement nor any decision of the commission 
ISCUSSIONR® shove provided for shall be used or cited in any controversy between 
ers’ COMM these parties or between the railroads signing the same or any other 
volved inf™ “ass or classes of their employes in any other controversy that may 
<-Chicago hereafter arise. 

d that 7. Both parties pledge themselves that no intimidation nor op- 
SE aM pression shall be practiced or permitted against any of the employes 
the trunk who have remained at work or have taken service or as against those 
onditions fm Yo resume work under this understanding. , 
ired that _ 8 All suits at law now pending as the result of the strike to be 
°° rs withdrawn and canceled by both parties. 

: e 

Statement by Executive Council 
j rate . a 
a The executive council of the railway employes’ department 
shield the ofthe American Federation of Labor gave out the following 
gest that statement: 
> 
1mstances The settlement speaks for itself. If the statesmanship shown by 
es to the— 8 Davies Warfield had prevailed at the outset differences would have 
7 Orleats — composed in a week. Railroad employes are not_breakers of the 
affic fro aw, but they are human and expect to be accorded the consideration 
atic Which they believe they are entitled to receive as the inalienable right 
yn further MR of the American citizen. 
ut which We sought settlement through the peaceful method of continued 
ines “ond negotiation, not by resorting to violence or other unlawful acts. The 


‘ injunction secured by the attorney-general, coming as it did near the 

1s-Chicagi MM “lose of these important and far-reaching negotiations, would have, 
if secured forty-eight hours earlier, disrupted them. 

e have neither criticism to make nor excuses to offer. 


: the pos cepted the administration’ : ttl t d hn meet 
: Me od € ation’s proposal for settlement, and were no 
rintenanee th Ponsible for the misapplication of alleged understandings between 
. the rele Re administration and the chairman of the Association of Railway 

leans Tenutives, to which its defeat by that body was attributed. Neither 
r Orleal te We responsible for the labor provisions of the transportation act. 
fact mos! awe conducted our proceedings under well-recognized labor policies 
they col labon®. standing. The public will not believe that the rank and file of 
of re Condone acts of violence resulting in loss of life among train 
z the P vice employes and others. 
ideratios M ),,, rough the constant effort of the officers of the organizations 
ony what I of | and order were generally well maintained and such sporadic acts 
Net consieessness and violence as occurred were few in number when one 
from : iders the 400,000 men engaged in the strike and the pressure upon 
direst and hundreds of thousands of other persons directly or in- 
erfore hi! a. affected. We approached the railroads recognizing their dif- 
Chi wo as we expected them to appreciate ours. 
York- and e have agreed to terms of settlement, yielding wherever possible 
We standing where there was no other avenue open honorable to those 
ave present; our duty to the country we have fully recognized. We 
the pave" UP Much for industrial peace. We shall now see how far 
ailroads will go to meet us to gain the same end. 

as filed # mest method of procedure adopted by the policy committee at the 
y to leas settlen® is that no men on any railroad, even though included in the 
3 ‘nest nape ent at this time, are to return to work until they have received 

to Vines €cessary directions from their respective system federations. 
1s formetl ment wipe federations on railroads not now parties to the agree- 


pany. 1 be directed to secure conferences with the proper.railroad 


THE TRAFFIC WORLD 


591 


officials and endeavor to secure this agreement from their railroads, 
in which event the men will return to work. Necessary arrangements 
will be made to sustain and assist all men on all railroads who are 
forced to remain on strike because of the refusal of such railroads to 
join the agreement made. 


Statement by Warfield 


Mr. Warfield, in Baltimore, in an interview, after tracing the 
preliminaries that led up to the settlement, said: 


Mr. Jewell, with two associates, met me in Baltimore on Septem- 
ber 2. We reached a tentative understanding. I then asked Mr. 
Smith if he would meet these gentlemen, and later communicated 
with Mr. Willard. The presence of Mr. Smith, who came to Baltimore 
on two occasions, contributed largely to the result. After conference 
with Mr. Jewell, and later with members of his executive council of 
eight, an agreement was reached acceptable to the three railroads 
represented and to the shop crafts leaders. : 

Other railroads, called over the telephone, tentatively agreed to 
go along on the same lines. The negotiations were closed on Septem- 
ber 5. Mr. Jewell called a meeting of the policy committee of the 
railway employes department to take action, Mr. Willard undertaking 
to present the conditions of settlement to a number of railroads. We 
found Mr. Jewell and his associates desirous of a fair and reasonable 
settlement of the existing differences. 

Continued strained relations between the railroads and their em- 
ployes is very unfortunate, If not permanently relieved, government 
operation is likely ultimately to result. The newspapers announce 
that a cabinet officer, Mr. Hoover, and Interstate Commerce Commis- 
sioner Aitchison, in charge of car service, are to confer with the an- 
thracite coal operators to determine with respect to priority orders 
to govern the transportation of coal. With labor troubles on the one 
hand and on the other the government now largely directing railroad 
operation, the outlook is not encouraging. 


Urges Regional Boards 


If the railroads cannot themselves settle disputes with their own 
employes and determine among themselves what is to be done in 
respect to the hauling of coal to care for the nation’s needs without 
the necessity for the issuance of orders by a government agency, 
where will be finally land? 

Regional railroad labor boards should be properly and promptly 
established; a board named by each group of railroads that operate 
in each of the four rate-making districts into which the commission 
has divided the country; the men of each group of railroads to also 
organize boards to confer with the regional railroad boards. Negotia- 
tions could be successfully carried on and disputed questions settled 
if approached in good faith. 

‘The ill effects of this strike have not been confined to the rail- 
roads. Judge Gary made a 20 per cent increase in the wages of steel 
employes to prevent them from accepting employment with the rail- 
roads, which were advertising for them. Having occasion to confer 
with officials of a number of car manufacturing companies now build- 
ing cars for the railroads, I found that a number of shops were nearly 
closed down; in others labor difficulties caused increases in wages from 
20 per cent to 33 per cent to hold their men, many leaving to take 
employment in railroad shops. 3 

Column upon column of newspaper advertisements by railroads 
for men told the story. This could not continue without serious dis- 
ruption of the industrial labor structure. A shortage of equipment 
by a continuance of the shop crafts strike has thus been augmented 
by the failure of car manufacturers to deliver cars because the rail- 
— have been taking their men, an apt illustration of the ‘vicious 
circle.’’ 


Statement by Hooper 


Chairman Ben W. Hooper of the U. S. Railroad Board made 
the following statement September 14: 


As a positive disbeliever in the moral right and practical efficacy 
of railway strikes, I am glad to know the strike has ended on a part 
of the roads. It is to be hoped that some plan of settlement can be 
agreed upon for all the others. 

_ No extended comment, either in a postprandial or postmortem 
vein, is necessary. 

The settlement sustains the transportation act and the theory of 
orderly procedure for the adjustment of labor troubles in the railway 
industry. The decisions of the Labor Board stand unmodified by the 
appeal to economic and physical force. All the questions upon which 
the strike was predicated will come back to the board, if the parties 
desire to bring them there. If they should be, at any time, re-opened, 
the board will accord them the fullest and fairest consideration, 
without any spirit of vindictiveness or reprisal. 

The question of seniority that arose out of the strike is not dis- 
posed of by the settlement, as neither party yielded its position, but 
the matter is referred to a commission, composed of representatives 
of both sides. This is nothing more nor less than an adjustment 
board, with jurisdictioni limited to questions arising out of the strike, 
and is in strict conformity with the transportation act. 

It may also be noted that the settlement is, in substance and 
effect, identical with the last recommendation made by President 


Harding. 
INJUNCTION EXTENDED 


Judge Wilkerson, of the Federal Court in Chicago, on 
September 11, the first day of the hearing on the question of 
making permanent his temporary injunction against the strik- 
ing railroad shopmen, extended for ten days the temporary or- 
der, which otherwise would have expired at midnight of that day. 
The action was taken after a day of argument, in which a mo- 
tion by Donald Richberg, counsel for the strikers, to dissolve 
the temporary order was temporarily denied. Attorney-General 
Daugherty had a large staff from the legal department of the 
government in court, but did not himself participate in the pro- 
ceedings the first day. Blackburn Esterline made the presenta- 
tion of the government’s case. There was no recommendation 
from the Department of Justice, as had been expected in some 
quarters, for a modification of the terms of the temporary order. 
Mr. Richberg attacked the Attorney-General, charging ulterior 
motives in the application for injunction and that the De- 
partment of Justice was exceeding its rights under the law. 
Judge Wilkerson did not, apparently, take kindly to his 
statement that the court had been “betrayed,” calling Mr. Rich- 
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berg’s attention to the fact that he had heard the application read 
in court and was familiar with the requests therein. 


A statement by the government attorneys containing charges 


of violence and illegal acts on the part of the strikers was as 
follows: 


Since the commencement of the present railroad strike acts 
of depredation have been committed in practically every state and 
judicial district in the United States. The efforts of the perpe- 
trators are concentrated upon two ends—destruction and intimida- 
tion. The means to attain these ends are almost indescribable. 
In fact, one must believe that anything suggested to the imagina- 
tion of the vandals or their conspirators was immediately put 
into effect. 

_..rhe venom of the participants in this strike has not ceased 
with ordinary assaults, bombing, dynamiting, wrecking of trains, 
or minor depredations, but has been in many instances satisfied 
only with the taking of human life. 

At least twenty-five murders have been reported. Many have 
indirectly met their death or been fatally injured through strike 
causes, and these results were not confined solely to those oppos- 
ing the views of the shopmen now on strike. Many were men, 
women and children whose only purpose was to travel from one 
point to another, sometimes because of necessity and sometimes 
for pleasure, but always with no thought of entering into the 
controversy. 

In or about Needles, Cal., on the Santa Fe system, twelve 
trains were abandoned in the desert. Hundreds of passengers, 
men, women and children, some 90 years of age and some as young 
as 1 day, and many sick, were required to live in almost unbear- 
able heat for periods varying from one to four days. 

In fact, before action could be taken to remedy the situation 
caused by the abandonment of these trains, and during this fierce 
heat, one woman gave birth to a child. 

It has become necessary to appoint approximately 5,500 United 
States deputy marshals to assist in the protection of interstate 
commerce and the United States mails. Approximately 950 mail 
trains have had to be discontinued; several roads have been com- 
pelled to discontinue trains in order that coal orders might re- 
ceive priority, and many roads have placed embargoes upon per- 
ishable products. During the trouble in northern and southern 
California, it is estimated $75,000,000 damage was caused by ina- 
bility of the carriers to transport fruit ready for market. 

Dynamiting, bombing, setting fire to railroad property and 
bridges are a few of the most dangerous means adopted against 
the railroad companies. On the morning of August 9 two bridges 
on the Illinois Central railroad between St. Louis and Belleville 
were destroyed by fire. During the disturbances at Roodhouse, IIl., 
—_ a short time ago, bridges were dynamited and later set 
on fire. 

A bridge over the Sac river just north of Ashgrove, Mo., was 
dynamited August 13. A small bridge at Monongahela, Pa., was 
destroyed by explosives on August 5 and in like manner another 
on the Frisco line near Oklahoma City. At Drake and Whitehall, 
a \ renee on the Chicago and Alton railroad were also dyna- 
mited. 

Many derailments have occurred. The general scheme adopted 
has been to remove spikes from the tracks, often on curves, caus- 
ing them to spread when subject to the pressure of a train. 


Two 
attempts in this manner were made near Moorinsport, La. For- 
tunately they were unsuccessful. At Capleville, Tenn., twenty- 


eight spikes were pulled from the outside east rail of the Frisco 
lines near a curve. Confessions have been obtained from the 
parties to this offense. 

At Worcester, Mass., a train on the Boston and Albany rail- 
road was derailed early in August, resulting in two deaths and 
injuries to about thirty people. 

The throwing of sticks of dynamite and bombs have come to 
be more than daily occurrences. At least 100 sticks of dynamite 
have been used and over thirty bombs thrown. Many of these 
were not destined for railroad property, some being thrown at 
workers, and others have exploded on and about their homes and 
sleeping quarters. 


On August 12 five bombs were rolled into the railroad yards 
and roundhouses of the Southern railroad at Roseville, Cal. The 
next night four bombs were rolled into the railroad yards at San 


Francisco. Two armed men were captured running from the place 
of this explosion. 


At Logansport, Ind., there have also been several explosions; 
on August 23 a bomb was exploded near the residence of a rail- 


road worker and on August 9 two were exploded at the Pennsyl- 
vania railroad shops. 


At Trenton, N. J., on August 14, three bombs were thrown at 
a West Shore railroad train, resulting in injury to ten passengers. 
On the night of August 18 at Albuquerque, N. M., a bomb was 
thrown into one of the railroad company’s roundhouses. On _ the 
next night the water main supplving the Southern railroad at 
Spencer, N. C., was blown up, cutting off its water supply. Two 
nights previous to this a bomb was exploded near the sleeping 
quarters of United States deputy marshals at Dallas, Tex. 


An attempt was made to dynamite an Illinois Central train at 
Paducah, Ky., on August 18; a long strip of trackage in the yards 
of the Chicago & Alton Railroad company at Danville, Ill., was 
demolished by bombs and an inflammable bomb was discovered 
near a gasoline tank near Flint, Mich. 


Switches have been tampered with. Several times, with a 
clear track showing, trains have run into cars on sidings, block- 
ing tracks and causing considerable damage. On July 22, at a 
critical point on the Baltimore and Ohio line, near Uniontown, Pa., 
a switch was turned. On the Southern railroad, on its line between 
Florida and Cincinnati, O., a train was wrecked on September 6. 
Investigation disclosed that the switch lock had been sawed, the 
switch turned about one-half way and the block signal so turned 
as to show a clear track. 

It would be almost impossible to enumerate the various 
assaults which have been perpetrated. Whippings were resorted 
to in practically every instance where strikers were able to lay 
their hands upon those whom the railroads have secured to take 
their places. When they could not be apprehended, stones were 
thrown at them. Pepper was sometimes thrown in the faces of 
women accompanying them. Shots were fired and other acts, 
equally as detestable, were indulged in. Tarrings and featherings 
are included in the list, and in many cases. 

These acts were not committed against workers alone. Their 
families have suffered with them. On one occasion a woman was 
held while her husband was tarred and feathered; in another 
case, as an aged man and his wife came from a moving picture 
show, he was seized and carried away and she, upon protesting, 
was thrown to one side on the ground. : 

A woman on the western coast, while carrying lunch to her 
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buapons. was severely beaten and her hair torn by wives of the 
strikers. 

On August 7 a United States deputy marshal was assaulted by 
a mob of strikers in Alabama and a prisoner whom he had taken 
was rescued. In the Little Rock, Ark., district, one employe was 
assaulted and carried away in an automobile. A car inspector g 
Newburgh was likewise assaulted on July 12. 


I J He was later place 
in jail and refused bail. Ten railroad guards were bad 


: ly b 
at Fort Smith about July 21 and a traveling auditor at De cau 
was assaulted on July 23. 

A special deputy marshal at Roseville, Cal., was shot twice 
and a state railroad policeman was struck on the arm and knee 
Railroad guards at Needles were attacked by strikers, resulting 
in the wounding of one guard and one striker. 

On July 21 a substation employe at Coeur Il’Alene, 1d 
beaten, thrown into the river, and ordered to leave town. 
assaults have also been committed in Illinois in and around 
Springfield. Iowa has been the scene of many disturbances, 
mob of 200 men at Des Moines attacked employes of the Chicago 
and Great Western railroad, stripped them of their clothing, ang 
inflicted severe bodily injuries. 

Four workmen were badly beaten on the 14th of July at 
Detroit, Mich., a flagman on the Pere Marquette road at Saginaw 
Mich., and two employes on the Wabash road at Detroit were 
assaulted on July 24. 

On July 6 two temporary policemen at Cumberland were sur. 
rounded by a mob, forced into an automobile, taken several miles 
into the country, released, and told not to return. In Mississippi, 
near Meridian, one man was kidnaped, taken into the country, and 
beaten almost to death. 

Missouri has been the scene of many disturbances. An engi- 
neer on the Cotton Belt line at Illmo was shot on August 18: at 
Hannibal, earlier in August, a United States deputy marshal was 
slugged and badly beaten; two railroad employes were run out 
of town by strikers. <A car repairer was hit on the head with a 
rock on the night of August 17, and United States deputy marshals 
at Jefferson City were attacked on July 26 by a policeman and an 
alderman. 

On July 19 a shop foreman at Helena, Mont., on the Great 
Northern, was taken by strikers and left five miles from town in 
his underclothing. A roundhouse foreman at Havre was tarred 
and feathered on July 21. Gas bombs were thrown at a United 
States deputy marshal at Lincoln, Neb., on Aug. 5. 

At Concord, N. H., on July 18, five masked men entered the 
sleeping quarters of railroad employes, marched them to the city 
limits and brutally attacked them. Another worker had a fence 
rail broken over his back. Because of these disturbances it was 
necessary to call out the National Guard. 

In New Jersey, during the latter part of July, United States 
deputy marshals, who were attempting to arrest parties inter- 
fering with mails and commerce, were themselves arrested by 
local police and strikers released. In New Mexico, at Tucumcari, 
strikers stopped trains carrying men to the shops on July 18, 
assaulted the railroad guards and carried the men away in auto: 
mobiles. At Hornell, N. Y., on August 16, one employe was stabbed 
and another kidnaped and carried outside of town. 

On July 28 two policemen were wounded and a number of 
workers killed in an affray on the Illinois Central near Memphis. 
About July 29 a United States deputy marshal was whipped by 
strikers and strike sympathizers at Cleburne, Tex. Employes at 
work in this vicinity were told if they did not resign immediately 
their homes would be burned. The situation at Denison was espe- 
cially acute. Five deputy marshals on July 19 were assaulted 
One man was shot on July 13. Sixteen men who were being taken 
to Denison to be sworn in as deputy marshals were kidnaped by 
armed mobs and carried off. Nine were later found about four 
miles from town badly beaten. 

In Wisconsin the marshal at Madison reported that a worker 
was shot on August 22 and a railroad guard badly beaten. The 
latter was dragged to the railroad yard and left to be run over 
by a switch engine. 


aho, was 
Several 


The grind in the injunction hearing before Judge Wilkerson 
continued September 12 and succeeding days, the government 
introducing a mass of affidavits in support of its charges of 
vandalism and law violation by the strikers and their friends. 

The question of modifying the injunction was not gone into, 
Mr. Richberg asserting that he wished first to have settled the 
main question as to the invasion of constitutional rights. 

Mr. Richberg, in open court, demanded an explanation of the 
statement published in the daily newspapers and in the Daily 
Traffic World containing charges of violence and illegal acts. 
He characterized the statement as libelous. No reply was forth- 
coming from the Attorney-General or his staff, however, and 
Judge Wilkerson continued with the hearing, saying that there 
was nothing before the court on which he could act. He prom 
ised to read the statement in question later. 


A. F. OF L. PLANS IMPEACHMENT 


The executive council of the American Federation of Labor, 
meeting at Atlantic City, on September 14, began plans for im 
peachment of Attorney-General Daugherty and Federal Judge 
Wilkerson in connection with the Chicago injunction proceet- 
ings and for bringing “this unconstitutional conduct of the Attor- 
ney-General and Judge Wilkerson into every congressional 
election.” 

A statement of the council’s action, dictated by Samuel 
Gompers, president of the federation, said: 





The council today opened its campaign against all who prove 
untrue to the people’s constitutional rights and who would use be 
position of public trust to promote purposes foreign to and in conflic 
with the legitimate functions delegated to them in representative 
capacities. 


Then followed the announcement of the council’s demand 
for impeachment of the government officials because of their 
actions in obtaining the injunction aginst the striking rail shop 
crafts’ unions, and their avowed intention to carry the question 
into nation-wide politics. ' 

“Every possible effort will be made to arouse the people © 
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america to the necessity that government by injunction must 
sop,” Mr. Gompers’ statement continued. 

Steps have been taken to inaugurate impeachment proceed- 
ings in the House of Representatives, it was announced by Mat- 
thew Woll, vice-president of the American Federation of Labor, 
gud a member of the executive council. 

Asked who would introduce the impeachment proceedings 
in the House, Mr. Woll said: 

“Of course, we cannot say as to that now. We do not ex- 
pect, however, to have any difficulty of finding a man to speak 
fr us. That an attempt to start impeachment proceedings has 
already been made in Congress should be sufficient evidence that 
ye will be able to find a champion for our cause.” 


Condemns Court Order 


The executive council September 12, denounced Judge Wil- 
yerson’s extension of the shop crafts’ restraining order; ex- 
pressed a determination to rid organized labor of radical 
elements, and approved a plan for carrying the trade union 
movement into the public schools. On the restraining order the 
council authorized a statement dictated by Samuel Gompers, 
reading in part: 


This decision of Judge Wilkerson caused no surprise and the 
extension of it for ten days is looked upon as embracing a doubt 
in the mind of the judge as to the legality of his own decree as 
originally framed, and his hope that a settlement may be effected 
between the railway shopmen’s union and many of the railroads 
by the time the ten days will have elapsed, and in that way afford 
both the government and Judge Wilkerson a convenient method 
of getting out of an unwarranted position. 

Labor views this decision as of a most peculiar character and 
iteannot view the procedure in any other light than as a method 
of endeavoring to intimidate the railroad strikers into a settle- 
ment detrimental to the rights and interests of the railroad 
workers. 


The federation council announced that within a few days it 
expected to disclose its plan for financial and moral aid for the 
striking rail men, to help them “win their fight for justice and 
fair dealing.” 

The council has issued to the organized workers of the 
country a condemnation of injunction. The appeal was made 
public September 9 by Samuel Gompers, president, at Atlantic 
City, as follows: 


The injunction issued at the instance of the government 
against the striking railway shop workers outrages every consti- 
tutional guarantee of free speech, free press and free assemblage. 
It directly violates sections 6 and 20 of the Clayton anti-trust 
law and sweeps aside the bill of rights. - 

If the government does possess a property right in the rail- 
toads which merits an injunction, then we hold that the injunc- 
tion should have been against those who have defied the request 
of the President of these United States. Surely the railroad work- 
ers oe not be punished for the wrongdoing of the railroad 
executives. 


The presumption that the injunction is issued to prevent the 

commission of crime violates every principle of equity procedure. 
In addition, it removes every safeguard to life and liberty. In- 
deed, the entire injunction procedure reverses our American con- 
ception of government and the process of law, and outrages the 
conscience of freedom loving people. 
_ The railroad workers’ strike and its outcome pale into insig- 
nificance when compared with the flagrant violation of the peo- 
ple’s constitutional safeguard by those in high position of 
government through the injunction process. 


EFFECT OF STRIKES 
The Trafic World Washington Bureau 


With the coal strike virtually settled, the only obstacle that 
stands in the way of better times is the railroad shopmen’s 
strike, according to a report on general conditions issued by 
the committee on statistics and standards of the Chamber of 
Commerce of the United States. When the strikes are out of 
the way, a better volume of business is expected to follow, 
the report says. 

“The railroad shopmen’s strike put a heavy burden on all 
business,” according to the report, “causing most serious dam- 
age In those fruit and garden truck districts where the products 
could not be shipped for lack of cars and were a total and 
treparable loss to the grower. The various strikes have aroused 
profound concern in the country districts, because of some of 
the sinister and forbidding accompaniments and events of the 
Seeeaent industrial warfare. The general expectation looks 
orward to a larger volume of business when the strikes are out 
of the way.” 

“ Pia report further points out that “it is a year of plenty 
jo very phase of agricultural production—staple and secondary 
Tt fruits and vegetables alike. There are few record break- 

» but plenty and more, of everything, with such surplus as 
may be needed for export. 
ns One most important factor is the great sufficiency of 
a = and food for live stock, since it lies at the foundation 
me tle raising and of the dairy industry. Live stock of all 
the 8 is generally in good shape, save in the Southwest, where 
failt ‘sige grazing ranges are drying up and the stock water 
un 8. Live stock prices have fallen so that complaint comes 
pe Some far-away sections that the demand for cattle is light 

prices are unremunerative. But this is not the general 
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story, and the outlook is for an increase in the number of live 
stock this fall, especially in hogs, which, even at the reduced 
prices, are the best form in which to market corn. 

“The dairy industry is steadily increasing, as a farming 
accompaniment in every state, even in the thirty deserts of 
New Mexico and Arizona. Along with the raising of poultry, it 
has become an ever present help in time of trouble in every 
commonwealth, because of the steady income it brings the farm- 
ing population. : 

“High freight rates on his products, especially commodities, 
is one of the things that is most troubling the farmer, and, as 
he sees it, preventing him from making a satisfactory profit on 
the fruits of his toil. 

“There will be much building this fall, especially in the 
cities and large towns and in such country districts as have 
spare money from their crops. All interests, connected with 
building and construction, have their hands full, likewise gen- 
eral roading building is doing much to keep down unemployment. 

“Manufacturing is generally busy, though hampered by the 
strikes. It looks forward to a very busy fall and with higher 
prices in some lines.” 


DAVIS EXUBERANT 


The Trafic World Washington Bureau 


On receipt of advices from Chicago that the “Willard-Jewell 
plan” for settlement of the railway shopmen’s strike had been 
accepted on certain roads, Secretary of Labor Davis gave out 
a statement, September 13, indicating that the whole strike had 
ben settled. His statement follows: 


American industry has overcome the last obstacle in the way of 

the greatest economic revival the nation has ever known. With the 
settlement. of the strike of 400,000 railway shop craftsmen assured, 
the whole industrial machinery of the country is ready for a forward 
movement unprecedented in our economic history. 
_ ._ The disturbances in the bituminous and anthracite coal mining 
industries are in the past, and the 600,000 coal miners of the country 
are back at work. Our representatives in New England have advised 
me today that in the textile workers’ strike there settlements are 
rapidly enabling the mills to resume operations. : 

These three great industrial disputes have been the only hin- 
drances to the nation in its rapid recovery from the industrial 
depression which we faced a year ago. With them out of the way 
progress toward prosperity will be swift and sure. 

Today there are fewer strikers in America than there have been in 
years. The commissioners of conciliation of the department of labor 
are using their good offices in only thirty-four pending industrial dis- 
putes involving some 30,000 men. Of these cases strikes have been 
withheld in fourteen pending our mediatory efforts. 

The American workman faces a period of plentiful employment. 
We have put back to work the millions of idle employes who were 
seeking jobs a year ago. We have succeeded in avoiding a drastic 
reduction in the high wages which obtained before the_ period of 
depression and we have kept the general wage level within a few 
per cent of what it was at its highest. 

Industrial strife has been our greatest evil during the struggle 
for industrial rehabilitation and against a wage panic. Let us trust 
that American employers and American employes will find the means 
to avoid this futile appeal to force in their relations and will join 
hand in hand in earnest co-operation for the march to prosperity 
which lies just ahead. 


RAILROAD LABOR BILL 


The Trafic World Washington Bureau 


Representative Hoch, of Kansas, member of the House inter- 
state commerce committee, September 11 introduced a bill provid- 
ing for repeal of the legislation which created the Railroad Labor 
Board. The bill provides for a disinterested tribunal of five mem- 
bers with neither management nor employe having representa- 
tion thereon. Mr. Hoch said the bill was designed to pro 
vide for “disinterested adjudication instead of compulsory arbi- 
tration.” He said it would penalize the lockout for the purpose 
of forcing employes to terms or any other purposes contrary to 
public interest, and that it would penalize any conspiracy or 
concerted movement to quit work for the purpose of forcing em- 
ployers to terms or for any other purpose contrary to public in- 
terest. He believes the proposed tribunal would make the lock- 
out and strike unlawful, just as they would be if there were gov- 
ernment ownership of railroads. 

Several provisions in the bill are along the line of views 
expressed by President Harding. 

The bill would establish headquarters of the board in Wash- 
ington and would authorize joint hearings by the board and the 
Interstate Commerce Commission and joint findings and orders. 
It would also give the board the same power to enforce its 
orders which the Commission has to enforce its orders. 

President Harding believes that the headquarters of the 
Railroad Labor Board should be in Washington and also that 
there should be co-operation between the Labor Board and 
the Commission. 

Mr. Hoch said he had drafted the measure after consider- 
able study of the problem and that he knew that the President 
favored the idea of having the Labor Board’s headquarters in 
Washington but that he did not know that the President be- 
lieved there should be contact between the board and the Com- 
mission. 

The board of adjustment, Mr. Hoch said, could not com- 
pel employes to work for wages fixed by it as the law would 
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give the employes the right to quit but he believed that a quit- 
ting in concert could be established to be a conspiracy of the 
character prohibited by the act. Another deterrent to quitting, 
he pointed out, was the provision under which an employe would 
forfeit all rights if he should leave the employment of a carrier. 

After setting forth the usual definitions of carriers, etc., the 
bill in section 3 provides for the establishment of the board 
“to provide for the proper adjustment of disputes between car- 
riers and their employes, to prevent the undue interruption of 
commerce, and to promote the general welfare.” The five mem- 
bers of the board would be appointed by the President by and 
with the advice and consent of the Senate. The original mem- 
bers of the board would be appointed for terms of two, four, 
six, eight and ten years. On the expiration of those terms, 
appointments thereafter would be for ten years. The salary of 
the members would be $7,500. 

“No person in the employ of or holding any official relation 
to any carrier, or owning stocks or bonds thereof, or who is 
in any manner pecuniarly interested therein, shall enter upon 
the duties of or hold office as a member of the board,” the bill 
provides. “A member may be removed by the President for 
neglect of duty or for malfeasance in office, but for no other 
cause.” 

Section 4 of the bill provides that the members of the board 
shall elect a chairman and fix his term of office as chairman, and 
maintain central offices in Washington. The board would be 
authorized to meet at such other place as it might determine. 

This section also directs the board to investigate and study 
the relations between carriers and their employes, particularly 
questions relating to wages, hours of labor, and other conditions 
of employment and the respective privileges, rights, and duties 
of carriers and employes, and to gather and compile and publish 
from time to time data and information relating to such ques- 
tions, to the end that it may be properly equipped to perform 
the duties imposed upon it and that the public may be properly 
informed. This section also provides for the appointment of a 
secretary at a salary of $5,000, and the employment of em- 
ployes and the renting of quarters, etc. 

Section 5 provides that it shall be the duty of all carriers 
and their employes to exert every reasonable effort and adopt 
every available means to avoid any interruption to the operation 
of any carrier growing out of any dispute between the carrier 
and employes. All such disputes, the bill provides, shall be 
considered and, if possible, decided in conference between repre- 
sentatives designated and authorized so to confer by the car- 
riers or the employes directly interested in the dispute. If 
the dispute is not decided in such conference, the bill provides 
for reference thereof to the board. The section also provides 
for the voluntary creation of local committees of carrier and 
employe representatives. 

Section 6 directs the board to decide promptly disputes 
referred to it and also authorizes it to assume jurisdiction, on 
its own motion, of disputes likely to “threaten the substantial 
interruption of commerce and to menace the public peace, the 
public health or the general welfare.” Such decisions shall be 
by majority vote. The bill authorizes temporary findings and 
orders in order to prevent the substantial interruption of com- 
merce, 


Section 7 relates to the summoning of witnesses and the 
presentation of documentary evidence and authorizes the board 
to invoke the aid of any United States district court to compel 
attendance of witnesses or the submission of evidence. Any 
failure to obey an order of the court would be punishable as 
a contempt thereof. 


Section 8 also refers to the board having access to records, 
etc. and provides for transfer to the board of the records of 
the Railroad Labor Board or any other governmental agency 
no longer necessary to the administration of the affairs of such 
agency. 

Section 9 directs that copies of decisions of the board shall 
be furnished to the affected parties, to the Interstate Commerce 


Commission, and given further publicity in such manner as the 
board may determine. 


Section 10 provides that employes shall be paid just and 
reasonable wages; shall have reasonable hours of labor, proper 
and reasonable working conditions; and be safeguarded by rea- 
sonable rules and practices; and in determining any dispute 
the board shall make such findings and orders as may be 
necessary to provide the same. In determining the justness and 
reasonableness of wages, hours of labor, working conditions, or 
rules and practices, the section provides that the board shall 
take into consideration the scale of wages paid for similar 
kinds of work in other industries, the relation between wages and 
the cost of living, the hazards of employment, the training 
and skill required, the degree of responsibility, the character 
and regularity of the employment, the length of service already 
performed and any seinority or other rights to which the em- 
ployes are justly entitled by reason of length of such service, 
and any other facts and circumstances properly to be considered 
in making such determination. 

Section 11 provides that any union or association of em- 
ployes of carriers which shall incorporate under the laws of 
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any state shall be considered by the board as a legal entj 
may appear before such board through its proper offic 


made in labor circles that the injunction obtained against the 
striking shopmen would prevent their leaders from negotiatilé 
a settlement, issued a formal statement in which he said that BE corresy 
the injunction could not be construed as affecting negotiation 
between the strikers’ leaders and the railroads. The statemel! 


gestion that such negotiations would be interfered with by p> 
temporary restraining order granted by Judge Wilkerson is In™ 
judgment wholly unjustified. 


the restoration of transportation. . it 
railroad executives and their former employes to adjust the 
grievances is in the interests of industrial peace and would — 
find any obstacle on the part of the government. The Lady 
ment would not contend that either party to the controversy hee 
denied by the temporary restraining order, any right or op 
tunity to confer between themselves and to the possible terms 


concerned in the restoration of industrial peace and any agi 
ment that seeks to adjust the unhappy differences between ‘he 
ployers and employes will not only find no obstruction from 

government but will have its sympathy, 


'TDATLOCUTC 
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ty and 


representatives. es I 
“The right of such incorporated unions or associations and Me Colum 
of unincorporated unions or associations of such employes t U.S 
bargain collectively for their members through representatiyg ith 
of their own choosing is hereby recognized,” the bill provides work 
It is provided, however, that the individual members of the injunc 
unions or associations who shall desire to avail themselves expire 
the right of collective bargaining shall appoint their represents. tion 0 
tives in writing and that such written appointment shalj be Mm also 1 
made a part of the permanent record of the organization. Noth. missal 
ing in the section, however, the bill provides, shall be construe put co 
as permitting any bargains to be made in conflict with any right motior 
ful orders of the board. agains 
The last nine sections of the bill are as follows: prejud 


Sec. 12. That it shall be unlawful for any carrier, for the pur. jm when 


pose or with the intent of forcing any employes to terms in any dis. J made 
pute, or for the purpose or with intent of substantially interrupting 
delaying or burdening commerce and thereby accomplishing the re. 
sult sought by such carrier in any dispute, to discharge any employe ( 
or to put into effect what is commonly known as a lockout. Any 
officer or agent of any carrier who issues any order or does any act 
for any purpose hereby declared unlawful shall be deemed guilty of 
a violation of this section. Re 


Sec. 13. That it shall be unlawful for any employes of carriers to J to put 


conspire together or to engage in any concerted movement to quit f the 

such employment with the purpose or intent of forcing the employing 0 

carriers to terms in any dispute or for the purpose or with the intent jm 4PPare 

of substantially interrupting, delaying, or burdening commerce andi & ods ot! 

p naar accomplishing the result sought by such employes in any that ¢ 
spute. 


Sec. 14. That nothing contained in this Act shall be construej jm bureau 


as denying to the individual employe of any carrier the right volun. 9% Augus' 
tarily to quit such employment. Any employe who pursvant to a port si 
refusal to accept any finding or order of the board voluntarily quits 

such employment shall thereby forfeit any rights and privileges which The 8] 
he may have acquired by reason of such employment, except to re- & withdr 
ceive such compensation as may be justly due him at the time of the wy 
quitting such employment. Any such rights and privileges, however, 1 
may be restored to him upon order of the board. Borlan 


Sec. 15. That it shall be unlawful for any person, copartnership, M not be 


corporation, or association to induce or seek to induce any person to were 1 
do any act hereby declared unlawful, or to do or fail to do any act Tt 
for the purpose of substantially interrupting, delaying, or burdening 
commerce. and with the result of endangering the public peace, the Borlan 
public health, and injuring the general welfare. It shall be unlawful of the 
for any person, corporation, or association of persons to engage in ite.” 
threats of anv sort to intimidate in anv manner, or in any way molest mite, 
or interfere with the peace and comfort of any employe of any car- 

rier for the purpose of inducing such employe to quit such employ- 

ment, or to engage in any threats against any person or any intimida- , 
tion of any sort for the purpose of preventing any person from ac- 
cepting such employment. 


Sec. 16 That authority is hereby given to the board and to the Ar 


Interstate Commerce Commission to hold point hearings with ref- f t 
erence to any matters in dispute between carriers and employes which jm /0M 
in the judgment of a majority of the board and a majority of the MM nectior 
commission make ‘such joint hearings necessary for the proper per Mi week , 
formance of the duties imposed upon them. And in any such matters 

joint findings and orders may be made by a majority vote of the mm Suranc 
board and majority vote of the commission. 900,000 


Sec. 17. That all existing provisions of law for the enforcement In 


of orders by the Interstate Commerce Commission shall, in so far as 1999 

the same may be applicable, apply and be employed for the enforce- » 8 
ment of any lawful orders of the board, or for the enforcement of Mm lecess! 
any joint orders as provided in section 16 of this Act, and in employ: MM ness w 
ing such provisions of law the board or the board and commission that hi 
when acting together shall exercise like powers as those conferred by art ae 
law upon the Interstate Commerce Commission. tainty. 


Sec. 18. That any person wilfully violating any provision of this #¥ tons pe 


Act shall be guilty of an offense, and upon conviction thereof shal MM her 19 
be punished by a fine of not more than $1,000, or by imprisonment ae 
for not more than one year, or by both such fine and imprisonment. § CO: 


Sec. 19, That Title III of the Transportation Act, 1920, and all MM tenden 


other Acts and parts of Acts in conflict with the provisions of this when ; 
Act are hereby repealed. 


. a$ 20. 
Sec. 20. That there is hereby authorized to be appropriated for 7 


carrying out the provisions of this Act for the fiscal year ending June 4 
30, 1923, the sum of $50,000, and for the fiscal year ending June 3l, public, 
1924, the sum of $100,000. lop car 
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GOVERNMENT NOT PARTISAN 
The Trafic World Washington Bures 
Attorney-General Daugherty, apparently answering chargé 


average 
sce t 


follows: indicat; 

7 , that re 

The government is not a party to any negotiations betwee? ow th: 
-the railroads and the employes, if any are in progress. The sug 


Shera] 


The only concern of the government is industrial peace an 
Any conference between t 


such settlement. It Th 

The government is not a partisan in this labor controversy... he We 
champions neither the employers nor the employes; their aall Th 
ences are for them to adjust. The government is, however, Wi : 
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Yo. 12 
STRIKERS’ INJUNCTION 

wba The Trafic World Washington Bureau 

7 Justice Bailey, of the Supreme Court of the District of 
1S and M Columbia, September 9, temporarily restrained Edgar C. Snyder, 
yes t) MU. §. marshal for the District of Columbia, from interfering 
tatives Me with meetings of the International Brotherhood of Electrical 
ides, Workers, Or doing anything not permitted by the temporary 


of the # injunction issued against the striking shopmen in Chicago, which 
Ves of M expired September 11. This action grew out of the applica- 
sents MM tion of the union leaders for an injunction against Snyder and 
‘all be also District Attorney Gordon. The government moved dis- 
























Noth- #% missal of the application of the union leaders for an injunction, 
strued HE put counsel for the government was not prepared to argue the 
right motion. The court denied the application for an injunction 

against the district attorney, but ruled such action was without 
prejudice to a renewal of the application after September Tf, 
- when it was believed that the Chicago injunction would be 
ny “te made permanent in some form. 
‘upting, a 
mpi COMMISSION ACCIDENT REPORTS 
cara The Trafic World Washington Bureau 
uilty of Reports by the Commission’s bureau of safety are beginning 
riers to to put in official federal form the fact that, during the strike 
to quit JM of the shopmen, trains have been wrecked by persons interested, 
loving I apparently in preventing commerce between the states by meth- 
“ce ani ME ods other than the peaceful quitting of jobs. This far, reports of 
in any M that character have been made by W. P. Borland, chief of 
vnstrued @ bureau of safety, in the cases of passenger wrecks at Gary, Ind, 
volun August 20, and Elwood, N. Y. The Gary wreck, the Borland re- 
nt to af port said, was caused by “malicious tampering with the track.” 
ly quits The specification was that approximately 30 spikes had been 
t to re withdrawn on the outside of the left rail of the track on which 
time of M the wrecked Michigan Central passenger train was operating. 
1owevel, HP porland said that at the time his investigation was made it had 
nership, (| not been definitely determined when or by whom the spikes 
erson to #™ were removed, 
ba Ho. The wreck on the International Railway, near Elwood, N. Y., 
ace, them Borland said, was caused by “malicious destruction of a section 
— of the tracy by means of. some high explosive, probably dyna- 
“ ahd mite. 
any cal: Meeps Se 
gular: APPEALS FOR HEAVY LOADING 
from ac- The Trafic World Washington Bureau 
d to the Appeals for heavy loading of freight cars may be expected 
vith t Jf ‘om this time forth. They will not necessarily have any con- 
y of the [nection with the condition of motive power. Car loading, in the 
a week of August 26, was within a fraction of 900,000 with as- 
e of theqg surance that the loading in the week following would go above 
900,000, 
pty wy In tons per car the record from February, 1921, to June, 
enforce 222, Showed a tendency to slide down hill. There was no real 
ement of Mm lecessity for heavy loading. The car supply was ample. Busi- 
L —_ less was being done in smaller units to accommodate the feeling 
Fevred by wat hand to mouth was the good rule because of price uncer- 
tainty. In April, 1922, the average car load had fallen to 25.4 
mn of this fi tons per car. The high point in loading was reached in Decem- 
roel ber, 1920, when the average was 31.2 tons. Heavy per car load- 
isonment. M28 Continued during January 1921. Ever since, however, the 
), and all Mi tendency has been downward except in February of this year, 
is of this when it went back up to 28.4 tons, after having fallen as low 
ated {ot as 26.8 tons in December, 1921. 
ding June The Pennsylvania System last week made an appeal to the 
- June 3i, MM public, for prompt unloading of open-top cars. As a rule, open- 
op cars are loaded to the limit so the only appeal that could 
be made in their behalf was for the most prompt unloading 
Nf bossible. Installation of trestles and mechanical unloading de- 
ton Burts ces WAS Suggested. The company acknowledged the assistance 
shippers in other years and asked “May we not again count 
; chargé upon you for this most important assistance.” 
ainst tle §=6At the time that appeal was made the country was load- 
eos ga larger number of cars, other than with coal, than in the 
a Seating periods in other years. There are no figures for 
e i * 
ool gen later than June. The fact that car loading, 


te time has gone up considerably, has been taken as 
dicative of better business and the sale of larger units. For 
at reason the average load per car, it is believed, is greater 


; betweel f : 
The sus f—W than it was in June. In other words, it is believed shippers, 
th by themmetterally, have acted on the assumption that unless they in- 


a a 
2 is in ml “ep the load per car, the time might soon be at hand when 


ns Would not be able to obtain cars and that it would be 
‘ ter business to load more heavily before the jam came, than 
at € put under the necessity of undertaking heavier loading 
fan unsatisfactory condition had come about. 
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EFFECT OF THE STRIKE IN WEST 
he The following statement was authorized September 9 by 
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coneenes in the shops and the large volume of business being 
ed. : 

_. The number of men employed in the shops of the western 
railways had increased on September 8 to 103,370, or 65 per cent 
of the number before the strike began. How steadily and rapidly 
the number of men at work has increased is shown by the follow- 
ing figures: 

On August 1 the number of employes was 58,073, or 36.5 per 
cent of normal. On August 15 it was 76,886, or 49 per cent of 
normal; on September 1 it was 96,593, or 61 per cent of normal, 
and since then the increase has been 7,285 men, making the pres- 
ent force 65 per cent of normal. 

The volume of freight now being moved by the railways of 
the United States is approximately as large as in the same part 
of the year 1920, when it was the largest in the history of the 
country. The total carloads moved in the week ended August 26 
was_ 890,838, which was 62,000 carloads larger than in the same 
week of 1921, and 36,487 more than in the first week of August. 
Since the week ended August 26 there has been such a large 
increase in the amount of coal moved that, as already stated, the 
total le being handled is about equal to the record busi- 
ness o . 


The following statement was issued September 13: 


Complete figures regarding the amount of freight business handled 
by the railways of the United States for the week ended Septembr 2, 
which have just become available, show that since coal mining was 
resumed the railways have been moving a traffic which almost equals 
the highest record ever aitained. The total carloads of freight moved 
for the week mentioned were 931,598. This was 54,702 more than were 
handled for the week ended July 1, just before the shop employes’ 
strike began. It was 100,310 more carloads than were handled in the 
corresponding week of last year, and only 30,000 less than. were han- 
dled in the corresponding week of the record breaking year, 1920. In 
fact, the number of carloads of freight moved for the week ended 
September 2 was only 9 per cent less than the largest number ever 
moved in any week in history, which was in October, 1920. The 
amount of business handled in the week ended September 2 was the 


largest in any week since October, 1920, except during two weeks 


last fall. 
The number of employes in the shops continues steadily to 
increase. The number of men employed in the shops of the western 


railways on September 13, the latest date for which the figures are 
now available, was 109,513, or 69.3 per cent of the number employed 
before the strike began. This was an increase of almost 5,643 men 
since September 8 


FORD CRITICIZES COMMISSION 


Henry Ford, in Detroit, in a statement given out September 
13, charges that the Interstate Commerce Commission, through 
its control over empty coal cars, “is playing into the hands of 
coal profiteers under guise of regulations for the public good.” 


“The same interests which*own the public utilities, railroads 
and mines are using the Commission as part of their scheme to 
fleece the public, and the scheme is so simple that nobody sees 
it,’ the statement said. “The present so-called coal crisis shows 
up the Commission. If this Commission ever was useful, it now 
has outlived its usefulness, like the gold standard and Wall 
street.” 


Discussing alleged coal profiteers, Mr. Ford declared: 
“Through newspaper headlines they spread propaganda about a 
coal shortage, so that everybody starts scrambling for coal. Had 
the government desired, it could easily have stepped in and 
given the public all the coal it needed. Why should it let the 
Labor Board set the wages for the railroad crafts so far below 
a living wage that they would strike?” 


DISTRIBUTION OF R. R. REVENUE 


Out of every dollar of gross revenue received by Class 1 
roads in 1921 (switching and terminal companies excluded), 
46.9 cents went for labor, 9.5 cents went for fuel, 2.9 cents went 
for loss and damage, injuries to persons, and insurance, 2.8 
cents went for depreciation and retirements, 20.6 cents went 
for materials, supplies and miscellaneous, 5 cents went for 
taxes, 1.4 cents went for hire of equipment and joint facility 
rents, and 10.9 cents was left for net railway operating in- 
come. The statistics were prepared by the Bureau of Railway 
Economics and cover not only 1921 but the years 1916 to 1921, 
inclusive. 

Total operating revenues in 1921 amounted to $5,516,556,462 
and were distributed as follows: Labor, $2,585,329,497; fuel, 
$523,724,146; loss and damage, injuries to persons and insur- 
ance, $161,199,699; depreciation and retirements, $156,372,133; 
materials, supplies and miscellaneous, $1,138,224,388; taxes, 
$275,883,596; hire of equipment and joint facility rents, $75,276,- 
779; net railway operating income, $600,546,224. 


In 1920, 55.4 cents out of every dollar of gross revenue went 
for labor; in 1919, 51.4 cents; in 1918, 49.8 cents; in 1917, 40.3 
cents, and in 1916, 38 cents. 


In 1920, three-tenths of a cent was left for net railway oper- 
ating income; in 1919, 8.8 cents; in 1918, 13.1 cents; in 1917, 
23.3 cents, and in 1916, 28.9 cents. 

The statistics show that the labor bill of the railroads for 
each year up to 1921 was as follows: 1916, $1,365,776,046; 1917, 
$1,617,718,392; 1918, $2,430,846,416; 1919, $2,644,109,442, and 1920, 
when the peak was reached, $3,424,075,109. The labor expendi- 
tures given cover salaries and wages but not that portion of the 
payroll chargeable to capital account. 
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LEGALITY OF EMBARGOES 


The Trafic World Washington Bureau 


Inquiry into the legality of embargoes issued by the Erie 
and other anthracite carrying railroads against the movement 
of perishables and other kinds of freight, which, under Service Or- 
der No. 23 were to be given preference and priority in movement 
was begun, September 14 by the Commission’s division having 
direct charge of car service questions, with Commissioners Ait- 
chison, Potter, Esch, Lewis and Cox attending. The inquiry was 
ealled a conference. Commissioner Aitchison, presiding, called 
attention to the fact that under the law the Commission could 
proceed in car service matters, without formal hearing so that 
statements made in the informal conference might be made the 
basis of action by the Commission for the modification of its 
service orders. Questions as to what should be done with those 
orders, he pointed out, came up every morning; in other words 
that the orders did not produce a static condition, but one sub- 
ject to change at any time without much warning, if any. 

Because the Erie was the first to issue an embargo, which 
it did just a week before the inquiry was begun, the proceedings 
at first looked like a citation to that carrier to show a justifica- 
tion for its attempt to change or vary the terms of the Commis- 
sion’s orders, as construed by Commissioner Aitchison. While 
the inquiry was on, Commissioner Potter devoted several efforts 
to elicit facts and expressions of opinion from H. A. Taylor, gen- 
eral solicitor of the Erie, and A. E. Ruffer, manager of transpor- 
tation, about the condition of motive power on the Erie and as 
to whether they thought the efforts by the Erie to settle the 
strike of the shopmen indicated economy and efficiency in man- 
agement. He inquired whether the cost of the course pursued 
by the company was less or more than it would have been had 
a settlement been made with the strikers. 

“Is the policy of the Erie with regard to the strike evidence 
of economical and efficient management?” was the substance of 
Mr. Potter’s inquiry. 

Settlement of strikes, Mr. Taylor indicated, was not part 
of his duty. Until the settlement of the day before, he said, 
the Erie could make no progress with the strikers, although, he 
said, liberal terms had been offered them. 

The Erie’s explanation and justification, summed up, were 
that such a flood of wine grapes from California was being sent 
to New York that the Erie’s impaired motive power and re- 
sultant congestion of sidetracks and terminals made it impos- 
sible for it to carry even the freight embraced within Service 
Order No. 23. In answer to repeated questions by Commis- 
sioner Aitchison for the justification the Erie had to offer for 
the substitution of its judgment for that of the Commission, Mr. 
Taylor and Mr. Ruffer said they did not think the Erie had 
violated the Commission’s orders. The time had come, they 
indicated, when the Erie, to avoid blocking its line, had to make 
selection among the commodities given preference and priority 
under Service Order No. 23. 

The Erie men said their motive power was efficient between 
50 and 60 per cent, the normal being 85 per cent. Mr. Ruffer, 
at one point said the only trouble was that caused by motive 
power. He estimated the serviceability of the motive power at 
50 per cent. Mr. Taylor said it was nearer 60. Both, however, 
agreed that the Erie was moving 75 per cent of normal traffic. 

After Mr. Potter had asked many questions as to why the 
Erie did not clean up congestions and receiving an answer from 
Mr. Ruffer that that was exactly what it was trying to do, Mr. 
Potter said he was trying to obtain an interpretation of figures. 
He said, “we have been getting” which he said he thought “gross 
misrepresentations.” He said “we” were being fed with figures 
to show how efficient the railroads were and yet, he said, the 
Commission was getting more complaints from shippers than 
ever before. 

“We are handling 75 per cent of our normal traffic,” said 
Mr. Taylor, who stuck to that figure notwithstanding that Mr. 
Potter called attention to the fact that the figures generally 
were about cars loaded and not about ton-miles achieved. . 

Messrs. Taylor and Ruffer said they did not have ton-mile 
figures with them, but Mr. Ruffer said the cars were receiving 
average hauls. Therefore, Mr. Taylor concluded the ton-miles 
achieved were equal to 75 per cent of the normal. 

Answering a query by Mr. Aitchison as to what changes they 
would recommend in Service Order No. 23, the Erie men said 
they would like to have grapes in lug boxes or baskets excluded 
from the list of perishables. Mr. Taylor said that, of course the 
railroad did not know what the consignees did with the grapes 
carried in such containers, but he knew that the pavement on 
West street, New York, near the Duane street piers, where the 
Erie maintains the largest fruit and vegetable market in the 
country, was gummy during the grape shipping season with the 
juice dripping from the contents of the lug baskets, hampers or 
boxes, whatever they might be called. He said he knew they 
were not table grapes and that their primary use was for crush- 
ing. The people came to the market with bathtubs, baby car- 
riages, tubs and every other imaginable kind of container, he 
said, and they might use the grapes for making grape juice, 
which, in the course of nature, might become wine. 
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Mr. Taylor’s avowed purpose in speaking of the wine grape, 
was to point out that an embargo designed to relieve the Brie 
from the duty of carrying so much of that traffic was not to be 
— as an embargo against essential food, as had been jp. 
plied. 

The grapes that have troubled the Erie so much, Mr. Taylo: 
said, were shipped, even in box cars, with doors cleated open 
and the juice running out of them when they got to New York 
Out of 6,900 cars of fruits received per month by the Erie at its 
New York and New Jersey terminals, he estimated 60 per cent 
were wine grapes which formerly were shipped east in the form 
of wine in tank cars and in barrels. They constituted 42 per cent 
of the volume of fruit and vegetable traffic on the Erie, which 
is the big perishable carrier to the New York market. Last year 
Mr. Ruffer said grapes constituted 59.6 per cent of the fruit 
traffic on September 9, 47.1 per cent on the following day, 62.7 
the next and 63.7 on September 12. This year he said the 
grape traffic promised to be greater. 

Commissioner Aitchison figured that displacement of the 
grapes carried in lug containers from the rails of the Erie would 
result in enabling it to carry only 105,000 tons of anthracite coal 
to New York harbor points in a month. Mr. Ruffer said that 
that was not accurate, because the average haul of the grapes 
was longer than that of coal and the loading not nearly so 
heavy. In addition, he said, the coal is dumped the minute it 
gets to New York harbor points and the cars are started back 
right away, while the fruit cars are held. 

W. S. Jenney, vice-president and general counsel, and J. J. 
Byrne, assistant freight traffic manager for the Delaware, Lacka- 
wanna & Western, said that that road issued its embargoes as 
protective measures to prevent the diversion of fruits, vegeta- 
bles and live stock to its rails for delivery at New York, be- 
cause it had no facilities for handling those classes of traffic. 
For local deliveries, its facilities were available as usual. Mr. 
Jenney said the shop force of the road, numerically speaking, 
was equal to 95 per cent of the force employed July 1; that its 
engines were not as good as they were on that day and its 
reserve of engines was small because the road was contemplat- 
ing electrification to New York harbor points. Engines sent 
to outside shops, when the strike was begun, caused strikes in 
two plants, he said, and only six of the thirty sent out have 
come back repaired. Up to this time, he said, the Lackawanna 
had been able to serve its public to the extent of its demands. 
Its tonnage in various commodities, owing to the absence of 
anthracite from its rails, had been larger than ever before. He 
said the embargoes issued by the Lackawanna would cut off 
about 250 loads a day. The hard coal traffic, when it reached 
normal again, he said, would amount to between 800 and 900 
loads a day. 

Mr. Byrne said the Commission could help the road by 
making it clear whether under the term “fuel oil” gasoline and 
kerosene were also to be moved. The Lackawanna, in issuing 
its embargoes, had included only fuel oil in the list of petroleum 
products that would be taken. He said he thought gasoline 
and kerosene should be included. 

At several points in the hearing reference was made to a 
conference between the Erie and the Pennsylvania the day 
bfore which was expected to result in the Pennsylvania taking 
some of the traffic the Erie could not handle. Fruit and vegeta: 
ble men attending the conference were inclined to the conclu: 
sion that the Erie had been unduly alarmed and that it could 
have handled the traffic offering, notwithstanding Mr. Ruffer 
had. said 1,500 carloads of perishables were standing on side 
tracks wheen the orders were put out. The fruit men were 
skeptical about the Pennsylvania’s ability to afford much relief. 

New York fruit and vegetable men participating in the con- 
ference were of the opinion that the Erie could handle more 
of the perishable traffic than it desired, and suggested that it 
should be required to do so. 

After the conference railroad men had one of their own 
with a view to having the Pennsylvania afford some relief. 


Resumption of anthracite mining was marked by the issu- 
ance of embargoes that seemed to disregard all the service 
orders ever issued by the Commission, especially Nos. 22 and 
23, the ones put out when some of the roads serving the non 
union mines found themselves embarrassed in the movement 
of coal by the offering of much freight of less essential chal- 
acter. According to reports from New York, confirmed in part 
at the car service division of the American Railway Association, 
the Erie embargoed all kinds of perishables. Some embargoed 
other classes of freight embraced within the terms of No. 23 
which prescribed the classes of freight which had to be hauled 
along with coal. 

Inquiries from the car service division elicited the fact that 
drastic embargoes had been issued with a view to moving the 
largest possible number of cars of anthracite, immediately, and 
that among the embargoes placed were some against foodstuffs 
and perishables. It was soon brought out, however, that the 
embargoes that violated the terms of Service Order No. 23 were 
put out, not because the railroads issuing them really thought 
they could enforce them, but as methods of protecting them 
selves against their neighbors. That is to say, as some of the 
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earliest embargoes were not in exact accordance with the Com- 
mission’s orders, the carriers that were not first in the field 
sought to protect themselves against the effect of what their 
neighbors had done by issuing embargoes just a little broader 
than those put out by the neighbors. In other words, if the 
Lackawanna, for illustration, embargoed any class of foodstuffs, 
its neighbors, to keep from being swamped by traffic of that 
kind, would also issue embargoes of a similar nature. 

Washington took up the subject with the officials in New 
York who had issued the embargoes which, if strictly enforced, 
would have had the effect of reducing the food supply for the 
metropolitan district. Before the day was over the representa- 
tions going out from Washington caused the making of prom- 
jses that the embargoes would be modified so as to have them 
conform with the program for limiting freight conform to the 
plans laid down by the Commission in Service Order No. 23. 

The embargo issued by the New York Central was against 
all freight from connections, with certain exceptions. The ex- 
ceptions included all the classes of freight contained in Service 
Order No. 28, so the embargo was not in contravention, on its 
face, of any order of the Commission. In a formal statement, 
issued by the New York Central, it was explained that the em- 
pargo was placed so as to protect that road from congestion 
that might result from diversion of freight from other roads, 
which had also issued embargoes, some of which appeared to 
be in violation of the Commission orders. The New York Cen- 
tral also put into effect the permit system that prevailed during 
the war, so as to allow freight to come through, from connec- 
tions, if and when the terminals were in such condition as to 
warrant exceptions to the embargo. 

The Lehigh Valley put the export business on the permit 
basis, with the understanding that a permit would be issued if 
and when the shipper could show that he had made a firm 
reservation for vessel space. 

The tangle in the embargoes issued by eastern roads was 
straightened out September 13 through the assembling of the 
Erie and Lehigh Valley embargoes which had caused confusion, 
because, Seemingly, provision had not been made for the han- 
dling of fruits and vegetables and other perishables. The tangle 
was more apparent than real because it was learned, by the 
car service division, that at all times the roads in question 
had sought to make provision for handling freight coming within 
the terms of the service orders of the Commission, under the 
permit system. One of the Erie embargoes was missing from 
what had been sent to Washington and that led to the idea 
that it had undertaken to shut off all perishables. 

When the embargoes and supplements thereto had been 
examined it was found that provision had been made to take 
care of the traffic the service orders required to be carried, on 
permits. Some of the embargoes were put out by some of the 
roads in an effort to protect themselves from tonnage as to 
which they would be only intermediate carriers. 


ORDERS FOR NEW CARS 


“The railroads of the United States, in. the seven months 
period from January 1, to August 1 this year, had 25,763 more 
new cars, than during the entire year of 1921, according to re- 
ports which the carriers have just made to the car service di- 
vision of the American Railway Association,” says a statement 
issued by the Association of Railway Executives. 

During the seven months period which ended on August 
1 last, the railroads have installed or had on order 95,199 freight 
cars of various kinds. During the year 1921 a total of 69,436 
were ordered or installed in service. 

“Of the total ordered by the various railroad companies 
or already installed, 41,405 were coal cars of various designs. 
Orders calling for the delivery of 29,175 coal cars were in the 
hands of car manufacturers on August 1 last, and delivery of 
these cars is under way daily. Up to August 1 last 12,230 new 
cars had actually been installed since the first of the year. Dur- 
ing 1921, 30,698 new coal cars were either placed in service or 
were ordered. 

“There were also 39,612 box cars, either installed or on 
order during the first seven months this year. These reports 
showed that orders for 31,610 existed on August 1 last, while 
8,002 had actually been delivered and placed in service during 
me beriod from January 1 to August 1 last. Reports showed 

1,543 hew box cars were ordered and actually installed in 1921. 
‘ That the railroads are also augmenting their supply of re- 
tigerator cars is shown by the fact that on August 1, orders 
ad been placed for 6,428. During the first seven months this 
year, 3,870 had actually been installed and placed in service, 
making a total of 10,318 as installed or on order. During the 
‘otal 1921 the number of refrigerator cars ordered or installed 
bo ed 9,355. These figures, however, do not include new re- 
‘erator cars purchased by private companies.” 





OUTSIDE LABOR CONTRACTS 


“ae U. S. Railroad Labor Board September 9 handed 
€cisions in six more cases against railroads for outside 
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labor contracts. The roads are the Erie, Santa Fe, Great North- 
ern, C. & N. W. and the S. A. U. & G. The decisions are in 
line with the original one declaring such contracts in violation 


of the law. The Erie announced its abandonment of the prac- 
tice. 


AGREE ON COAL PRICE CONTROL 
The Trafic World Washington Bureau 


The conferees on the Senate and House coal price-control 
bills reached an agreement September 13. They agreed that 
the legislation should apply only to interstate commerce and . 
also that the life of the act should extend only for a period of 
twelve months after the date of passage. The Senate bill had 
been limited to six months and the House measure to January 
1, 1924. Acceptance of the report by both branches of Congress 
was expected. 


FUEL DISTRIBUTION 


The Trafic World Washington Bureau 


A conference was called by the President’s Fuel Committee, 
in co-operation with the United States Chamber of Commerce, to 
be held in Washington, September 15. It was to be comprised 
of business, industrial railway and public utility representatives 
to consider various measures in amelioration of the coal situa- 
tion. The conference was to consider specifically the organiza- 
tion of a voluntary campaign of: (a) measures for expedition 
of coal movement; (b) measures for restraint on accumulation 
of unnecessary coal stocks by business and industrial con- 
sumers; (c) measures for placing upon the public market some 
part of the production of the mines nominally producing for 
certain industries; (d) other methods for expediting return of 
the coal situation to normal. 

The co-operation of the responsible coal operators was to 
be requested, the general purpose of the movement being that 
prices may be quickly readjusted downward, the householder and 
small consumer immediately supplied, and the coal situation re- 
turned to normal. 

The Federal Fuel Distributor has received urgent requests 
from numerous artificial gas manufacturing companies for sup- 
plies of gas coal, which they have been unable to obtain from 
West Virginia, Virginia, Kentucky and Pennsylvania districts. 
These requests came from New York City, Chicago, and various 
smaller cities in Michigan, Illinois, Indiana, Iowa, Missouri and 
other mid-western states. 

“The difficulty in supplying this coal is due to the inadequate 
car supply in the districts named and to the fact that the gas- 
coal producing companies are pro-rating their coal among all 
parties with whom they have contracts,” the committee said. 
“This means that much gas coal, the supply of which is limited, 
is being taken for steam-raising purposes. Fuel Distributor 
Spencer is considering the policy of applying Class 1 Priority 
to gas coal moving to public utilities with whom the mines have 
contracts. 

“Dumpings of coal at the lower lake ports for this week 
(ending Sept. 9), will amount to approximately 600,000 tons, 
with 9,380 cars reported at lake ports this morning. As coal is 
not moving to the lakes under the normal No. 2 classification in 
sufficient quantities to make up the fuel distributor’s program, 
priority No. 1 orders are being issued today directing lakeward 
a sufficient tonnage of coal to insure the attainment of the full 
lake program for next week. These priority authorizations are 
being placed with a view to causing the least possible disturb 
ance to the normal movement of coal. Difficulties experienced in 
the unloading of iron ore from boats at lower lake ports have 
been solved, and there is now no shortage of vessels for the 
transportation of coal to Lake Superior docks. ; 

“The fuel distributor has found it necessary to issue Priority 
No. 2 orders for the movement of a limited tonnage of coal neces- 
sary to keep some non-essential industries in the Southeast from 
closing. Authorization for the movement of 10,000 tons of coal 
from Norton, Virginia, to the State Fuel Administration of South 
Carolina has been given. Representations are being made from 
time to time that industries will be compelled to close unless 
given certificates of priority which will aid them in obtaining 
fuel supplies. These cases are being considered on their indi- 
vidual merits, under a general policy of issuing priority au- 
thorizations only where real emergency needs cannot be pro- 
vided for by other means.” 


COAL PRODUCTION REPORT 


“The limiting factor in the supply of soft coal has now 
become transportation,” the Geological Survey said in its current 
report on coal production, showing an output of 9,142,000 tons 
in the week ended September 2 and an estimated output of 
8,700,000 tons for the week ended September 9, which included 
Labor Day. 

“It is true that some thousands of miners are still on strike, 
notably in the Connellsville and Kanawha districts, but the 
tonnage offered for shipment by the other mines at work will 
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absorb the available transportation facilities,” the Survey said. 
“The demand for coal is active and the prices are high. Under 
such conditions coal is offered for shipment up to the limit of 
the ability of the railroads to transport it.” 

The Survey’s report in part follows: 


The present rate of production is 9,600,000 tons a week. In the 
corresponding period of 1920 the average was 11,750,000 tons; in 1919, 
11,340,000 tons; and in 1918, about 12,800,000 tons. The present rate 
of soft coal movement, even with priority in use of open-iop cars, 
is therefore 25 per cent below 1918, 15 per cent below 1919, and 18 
per cent below 1920. 


The all-rail movement of coal to New England during the week 
ended September 2 comprised shipments of 1,232 cars of bituminous 
coal and 151 of anthracite over the six principal Hudson River cross- 
ings and 19 cars of bituminous coal through Rouses Point. The 
aggregate, 1,402 cars, was an increase of 259 cars, or nearly 23 per 
cent, over the preceding week. The total all-rail forwardings this 
year to September 2 amounted to 112,025 cars divided as follows: 
50,710 cars of anthracite and 59,777 cars of bituminous coal through 
the principal gateways and 223 cars of anthracite and 1,315 of bitumi- 
nous coal through Rouses Point. 

Under the Federal Fuel Distributor’s orders directing coal to 
Lake Erie ports, total shipments during the week ended September 2, 
increased 79 per cent, and according to reports from the Ore Coal] 
Exchange, a total of 463,242 tons was dumped as against 258,598 
tons in the week preceding. Of the total, 432,281 tons were cargo 
coal and 30,961 tons were vessel fuel. The present rate of dumpings 
was 79 per cent of that in the corresponding week a year ago. The 
total quantity of cargo coal forwarded during the present lake 
season now stands at 5,337,275 tons as gone to destinations not ordi- 
ape | taking lake coal. The quantity sent to the regular lake markets 
is only 4,441,043 tons as against 16,216,834 in 1921, and 11,346,697 in 1920. 

Shipments of bituminous coal through Hampton Roads increased 
in volume during the week ended September 2. Dumpings for the 
week of September 2 totaled 369,685 net tons, as against 310,593 tons 
the week before. Cargo coal for export decreased, whereas coal for 


New England and othr coastwise destinations and bunker coal in- 
creased, 


COAL AND TRANSPORTATION 


“When the nation is made to suffer the shame of Herrin and 
rampant crime that has followed in the train of strikes—then 
some examination of our industrial sanity is called for,’ declared 
Secretary Hoover, of the Department of Commerce, in an ad- 
dress September 12, before the Salesmen’s Association of Amer- 


ican Chemical Industry at New York, on “The Public And The 
Coal Industry.” 


“Surely fair play can be obtained for employer and employe 
in our civilization without war on the public,” said he. “But 
it is not sufficient to shirk the issue by saying that there must 
be fair play. We must discover the machinery by which fair 
play can be delivered to all sides. We must have continuity 
of production in this essential commodity under righteous condi- 


tions of employment if we are to maintain the welfare of the 
nation at all.” 


Discussing intermittent operation of coal mines with refer- 


ence to the transportation phase of the problem, Mr. Hoover 
said: 


Intermittent operation also arises in the chronic annual short- 
age of railway cars because a sufficient car supply for the short- 
peak period is economically impossible to the railways. A bad 
system of distribution of cars to mines by the railways contributes 
also, because under the present methods the fly-by-night opera- 
tor has a right to demand his quota of cars in times of good de- 
mand and paralyzes the ability of the systematic mines to com- 
ply with their contracts or to maintain regular operation. There 
is an inadequate storage at points of consumption to take up 
slack from seasonal and daily intermittent production. The 
marketing machinery itself creates intermittency because of the 
incessant shifting of contracts from one mine to another. Fur- 
thermore the high unit wage basis encourages absenteeism and 
thus at times an irregular supply of labor; there is a perpetual 
rain of small and local strikes, all directly and indirectly con- 
tributing to intermittent operation—for all of which the public 
pays. What we want is greater continuity of production as a 
basis for smoother relations and lower costs. 

Aside from relief from national stoppage in production from 
strikes and lockouts, there are proposals of constructive and 
practical remedies which should be investigated and which do 
not lead to socialism and destruction of the American freedom and 
initiative. For instance, an extra annual storage of 20 per cent 
of railway consumption would equalize the seasonal fiuctuation. 
Larger storage is possible by the railways at those times 
when public demand for coal is slack instead of competi- 
tion by the railways themselves with the public for coal, and 
thus for the use of cars, at the annual period of ear shortage, 
A system of car distribution that would not itself break into 
regular operation would help. Larger storage by public util- 
ities would assist and would give greater security to the public. 

A contributing remedy that will need the most earnest con- 
sideration is the possibility of permitting the co-operative sys- 
tem of marketing developed by the farmers to be applied by 
such mines as wish to adopt it, under circumstances that would 
assure competitive conditions. Such an arrangement would de- 
crease distribution costs, would give more regular flow to orders, 
would get better car distribution, would decrease transportation, 
would enable the laying down of coal in storage at points of 
consumption, and would consequently give more regular cpera- 
tion with reduced working costs. More accurate statistics of 
capacity, production, consumption stocks, and prices would greatly 
promote stability and would be in the true interest of the oper- 
ators who are now blamed for much that is not their fault. 


NO EQUIPMENT INVESTIGATION 


Senator Cummins, chairman of the Senate interstate com- 
merce committee, has informed John J. Down, chairman of the 
shopmen’s strike committee in New York, that the investigation 
of condition of locomotives requested by the strikers was need- 
less because the fact that the roads had not been able since July 
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1 to keep their engines and cars in proper condition was ag. 
mitted by ‘all candid persons.” 


OPEN TOPS FOR GRAVEL 


In the petition submitted by the National Sand and Grave] 
Producers for a hearing with a view to a modification of the Com- 
mission’s service orders, the hearing on which will be held Sep. 
tember 21, it was asserted that, as a result of President Harding’s 
unemployment conference, an enormous construction program 
was started to relieve the unemployment and relieve the housing 
shortage. The petitioners estimated that contracts calling for 
the expenditure of $3,000,000 will have been awarded for housing 
projects alone before the end of the year. They estimated that an 
equal amount had been or was about to be contracted for fac. 
tories and business buildings. In addition they said that on Au- 
gust 1, 14,912 miles of federal-aided roads were under construc- 
tion, and 56 per cent completed. In addition they said states 
and counties were doing a large amount of road building. 

Continuance of work on those projects, they said, was ex. 
tremely vital to the millions of men employed in carrying out 
the contracts. Many projects, they said, had reached the point 
where completion this year was necessary to avoid financial loss, 

Coming down to the meat of their request they said Service 
Orders Nos. 23 and 24 gave priority to coal in the use of all trans. 
portation and open-tops cars, for essential and non-essential uses 
without distinction, and denied the use of such equipment and 
transportation for the loading of sand, gravel and crushed stone, 
They asserted that giving coal 100 per cent of car supply dis- 
criminated against the industry represented by them, and the 
users of materials supplied by the members of the association. 

Stringent application of the orders, the petitioners said, not 
permitting the use of open-top cars where such cars might be 
furnished by the railroads without retarding the movement of 
coal, caused a great waste of transportation, and a serious hard- 
ship upon other users of open-top cars. They said they appre- 
ciated the difficulties confronting the Commission in its efforts 
to distribute cars so no one industry would suffer any undue 
hardships, but they suggested that if given an opportunity they 
would show that the service orders might be modified without 
hunting coal distribution, as follows: 


. After essential requirements, such as are covered by 
a 1 and 2 of Amendment No. 4 to Service Order No. 23, have 
been taken care of, available open top cars should be distributed 
on an equal basis to all shippers requiring such cars for trans- 
portation of their materials. Also that no priority be given in 
the transportation of coal for non-essential uses in the territory 
covered by Service Order No. 24. 

2. That coal cars may be used in transporting sand, gravel 
and stone in the direction of the mine or mines to be supplied, on 
the return movement, after the discharge of the coal lading there- 
of, upon a route not materially out of line and to points not be- 
yond such mine or mines. P 

3. That provision be made that an embargo be placed against 
any consignee using such coal cars who fails to unload the same 
within 24 hours after such placement. 


FRUIT AND VEGETABLE SHIPMENTS 


The total carlot movement of a dozen leading lines of fruits 
and vegetables for the week ending Sept. 2 was 18,144 cars 
compared with 15,609 the preceding week according to the De- 
partment of Agriculture. The greatest gains were in shipments 
of pears, peaches, onions, grapes and cantaloupes. Decreases 
occurred in the movement of lettuce, watermelons, and mixed 
vegetables. 

Shipments of potatoes were 4,100 cars—slightly less than 
the preceding week but nearly 1,000 cars heavier than for the 
same week a year ago. From the 18 States that lead in the 
movement of the late potato crop 2,366 cars were shipped. In 
this group Minnesota led with 610 cars, Colorado sent 275, New 
York 271, and Maine 217. Other states not included in this group 
shipped 1,694 cars, of which 1,545 were from New Jersey. 

Heavier carlot movement of peaches from Michigan, Colo 
rado, and Washington increased shipments to 2,394 cars com- 
pared with 1,679 cars the preceding week. Three-fourths of 
the movement was from California, ‘Michigan and Colorado. 

The carlot movement of cantaloupes from eastern produc 
ing sections is about over. The bulk of the supply moved from 
California and Colorado. Of the week’s total of 1,542 cars Col0- 
rado shipped 1,177 cars and California 155. The season’s total 
to date was over 26,000 cars compared with about 23,000 last 

ear. 
° The carlot movement of apples increased to 10,024 cars 
from barrel shipping sections and 212 cars from box sections 
compared with 668 and 194, respectively, for the preceding week. 
California, the heaviest box-shipping State, sent 171 cars, while 
from the barrel sections New York shipped 300 cars, Arkansas 
196, and Michigan 138. 

The carlot movement of onions was 852 cars, about 300 
heavier than for the preceding week. Indiana with 349 and Ohio 
with 144 sent more than half the week’s shipments. . 

Michigan shipped 186 cars of grapes,.a slight grain over 
the preceding week. California shipments increased to 1,65 
cars. 

The carlot movement of sweet potatoes increased to 613 
cars, of which 410 were from Virginia. 
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THE TRAFFIC WORLD 


Traffic Lesson No. 19 


Eastern Port Differentials—Nineteenth Lesson in the Course Written for the Traffic World by 
Grover G. Huebner, Ph. D., Professor of Transportation and Commerce, 
University of Pennsylvania 


In the preceding lesson it was seen that the rates between 
New York and points in Central Freight Association terri- 
tory, and some adjacent points are, with certain exceptions, made 
in accordance with a sysetem of east and west bound percent- 
ages, each percentage group or territory obtaining rates that are 
an agreed percentage of the rates between Chicago and New 
York. Another interesting situation arises in connection with the 
rates between percentage territory and north Atlantic ports 
other than New York. These rates have a definite relation to the 
rates to and from New York; they are fixed either above or below 
the New York rates in accordance with certain agreed “port 
differentials.” 

The trade rivalry between New York, Philadelphia, Baltimore 
and Boston is of long standing, and in later years other north 
Atlantic ports have also made a bid for the shipping business of 
the central west. The efforts to place the great rival ports at a 
definite and satisfactory relationship to each other with refer- 
ence to railroad rates extend back to the seventies. Some of the 
early traffic associations mentioned in Lesson No. 5 were con- 
cerned with port differentials, because the rivalry between the 
ports and the various lines serving them caused instability in 
rates and tended to cause rate wars. Indeed, the same disturb- 
ing forces that led to the adoption of the percentage system also 
led to an adjustment of port differentials. 


Development of Eastbound Port Differentials 


The eastern trunk lines entered into a port differential 
agreement as early as 1869, but the differentials were changed 
in the following year and again at various times in the seventies. 
The important agreement of 1879 made through the joint execu- 
tive committee referred to in Lesson No. 5 fixed the eastbound 
differentials as follows: “To Boston and to points taking Bos- 
ton rates add 5 cents to the rates to New York; to Philadelphia 
and points taking Philadelphia rates deduct 2 cents per 100 
pounds from the rates to New York, and to Baltimore and points 
taking Baltimore rates deduct 3 cents per 100 pounds from the 
rates to New York.” These differentials applied to all eastbound 
classes and commodities, except that on export traffic the agreed 
rates to Boston were the same as the rates to New York. They 
were submitted to an arbitration board in 1882 and were brought 
before the Interstate Commerce Commission in 1897, but no im- 
portant formal changes were made. In practice, however, they 
were not always observed strictly by the railroads. In 1904, 
when a rate war developed, the differentials were submitted to 
the Interstate Commerce Commission for arbitration, and the 
Commission in 1905 decided on certain changes in the differen- 
tials on exports. The differentials came up before the Commis- 
again after it received the power to prescribe maximum 
rates. 

Present Eastbound Port Differentials 


The eastbound differentials provide that the class rates from 
percentage groups 6614 to 120 to Philadelphia shall be 2 cents per 
100 pounds, and to Baltimore 3 cents less than the rates to New 
York, and to Boston from 7 cents first class to 2 cents sixth 
class higher than the rates to New York, excepting that in the 
case of export traffic Boston shall have the New York domestic 
class rates. The eastbound class differentials from 60 per cent 
territory provide that the rates to Philadelphia shall be from 6 
cents first class to 2 cents sixth class below the New York rates; 
to Baltimore the differentials vary for different 60 per cent points 
of origin, but range from 8 to 3 cents below the rates to New 
York, and to Boston, except on export traffic, from 5 to 2 cents 
above the New York rates. The class rates from percentage 
groups 60 to 120 to Rockland, Maine, are the same as to Boston, 
subject, however, to a minimum equal to the rates from Cleve- 
land to Boston, and those to the ports of Virginia or to other 

Virginia cities” are the same as the class rates to Baltimore, 
except from points located in the eastern portion of percentage 
territory. 

The general eastbound commodity rate differentials from 
percentage groups 60 to 120 are the same as the eastbound class 
rate differentials from groups 66% to 120, except that in the case 
of Boston the following general rule applies: When a commod- 
ity rate to New York is the same as a class rate the commodity 
rate to Boston will be higher by the same differential above the 
rates to New York that is applied in fixing the class rate to 
Boston; and when a commodity rate to New York differs from a 
— rate the commodity rate to Boston will be higher by the 
ee that is applied in determining the next higher class 
te to Boston. Ags in the case of eastbound class rates, how- 
medi export commodity rates to Boston are the same as the com- 

Odity rates currently in effect to New York. ; 


Certain commodity rates, moreover, are determined in ac- 
cordance with special port differentials that differ from those 
generally applicable. The rates on export grain and flour, for 
example, are based directly upon the domestic rates in effect to 
Baltimore. The special export rates on grain to Philadelphia are 
established by adding % cent per 100 pounds to the Baltimore 
domestic rates and those to New York by adding 1% cents to 
the domestic rates applicable to Baltimore, and the New York 
rates also apply at Boston on export grain. Export flour moves 
to Philadelphia on export rates, which are 1 cent over the Balti- 
more domestic rates, and to New York on export rates which 
are 2 cents over Baltimore. The rates on export flour to Boston 
are the same as those currently in effect to New York. 


Present Westbound Port Differentials 


The westbound port differentials which fix the relation of 
the westbound rates from New York to those from other north 
Atlantic ports are not the same as the eastbound differentials. 
Prior to 1909 for over thirty years the westbound rates from 
Boston were the same as those from New York to percentage 
territory, and for some time the Philadelphia westbound dif- 
ferentials under New York ranged from 6 cents first class to 2 
cents sixth class, and those to Baltimore ranged from 8 cents 
first class to 3 cents sixth class under New York. In 1909, how- 
ever, the lines serving Boston reduced their westbound rates to 
the Baltimore level, and in consequence a severe dispute arose 
between the various ports and railroads concerned. In 1910 the 
Interstate Commerce Commission, on the request of interested 
parties, ruled that, pending legislation, the import rates from 
Boston and Philadelphia should be alike. 

After the investigation was completed the present west- 
bound class rate differentials were established. They provide 
that the class rates from Boston to percentage groups 71 to 120 
per cent shall be the same as the class rates from New York; 
to percentage group 60 per cent the class rates are from 5 to 2 
cents higher than the rates from New York, and to percentage 
groups 67 tho 70 per cent they are the same as from Boston to 71 
per cent points. The westbound class rates from Philadelphia to 
percentage groups 60 to 120 per cent are from 6 cents first class 
to 2 cents sixth class lower than the New York class rates to the 
same points, and those from Baltimore are from 8 to 3 cents 
under the New York westbound rates. The westbound class 
rates of Norfolk and Newport News are the same as the ocean- 
rail rates from Baltimore to 82 per cent points and percentage 
groups further west, but to points east of 82 per cent territory 
they differ from the Baltimore rates by varying amounts. 

The westbound commodity rate differentials from Philadel- 
phia and Baltimore are, with the exception of several commodi- 
ties, the same as the westbound class rate differentials. The 
differential of the class rate that is the same or is immediately 
above the commodity rate is applied in any particular instance. 
The Boston westbound class differentials are similarly applied 
to westbound commodity rates from Boston to 60 per cent terri- 
tory. The rates on commodities shipped from Boston to the 67 
to 71 per cent groups are the same as the commodity rates from 
New York to 71 per cent territory, but not below those from 
Boston to 60 per cent territory; and those from Boston to 72 to 
120 per cent territory are the same as the New York commodity 
group. The commodity rates from Virginia cities to 60 to 120 
rates to those groups, but not less than the rates from Boston 
to 60 per cent territory generally are the same as the Baltimore 
ocean-rail rates, subject to varying minima. 


Rates Between Percentage and Trunk Line Territories 


It is evident that the percentage system and the port dif- 
ferentials go hand in hand, and that the influence of the per- 
centage system is thereby extended from New York throughout 
the entire north Atlantic seaboard. Its influence has also been 
extended to the rates on shipments between percentage territory 
and interior points east of Pittsburgh and Erie. The principal 
rates between percentage territory and the interior of Trunk 
Line Association are quoted to and from certain eastern interior 
base point or rate group territories. For westbound rates the 
principal interior trunk line groups are Albany, Ogdensburg, 
Scranton, Syracuse, Williamsport, Pittsburgh, Bellington-Elkins, 
Richwood, Lexington and Cumberland. The principal eastbound 
interior trunk line rate groups are Albany, Syracuse, Rochester, 
Utica, Buffalo, Pittsburgh, Johnstown, Connellsville, Bellington- 
Elkins, Lexington, Stensland, Grafton and Cumberland. Virginia 
cities may also be included in both the west and eastbound 
groups because they include some interior points, but the rela- 
tion of their rate structure to Baltimore and New York rates 
has already been mentioned, because they include the ocean ports 
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of Virginia. The New York, Philadelphia and Baltimore rates, 
moreover, apply to a larger number of interior points in adjacent 
eastern territory. The student is particularly referred to the 
eastbound and westbound rate group maps of Trunk Line and 
New England territories issued under the direction of the Central 
Freight Association by Mr. Eugene Morris. These maps will be 
found especially helpful in the study of freight rates on shipments 
between points in Central Freight Association territory and 
points in Trunk Line territory. 

Many of the rates between percentage territory and the in- 
terior common point groups mentioned are made by applying the 
percentage system. The rate from Columbus, O., to Albany, N. 
Y., for example, was determined as follows: The Columbus-New 
York percentage, which is 77 per cent of the Chicago-New York 
rates, was multiplied by the ratio of the Columbus-Albany dis- 
tance to the Columbus-New York distance, the product being 96, 
and the rates from Columbus to Albany were therefore estab- 
lished at 96 per cent of the Columbus-New York rates. Not all 
the rates, however, between percentage territory and interior 
Trunk Line groups were computed in this way. In some in- 
stances certain agreed amounts or percentages are deducted from 
the New York rates; or certain arbitraries are added to the 
Pittsburgh or Buffalo rates; or specific rates bearing no fixed 
relationship to the percentage plan were established. Many 
local or small points are made tributary to the large basic rate 
centers, and take arbitraries or local rates over the rates that 
apply to and from the centers. 


Inter-Territorial Rates of Interior Points of New England 


Still another rate situation arises as between percentage 
territory and the interior points of New England. The west- 
bound class rates on shipments from main-line stations through- 
out the greater part of New England to percentage territory are 
the same as the Boston class rates, and it has already been 
pointed out that the class rates from Boston to percentage 
groups 71 to 120 per cent are the same as the rates from New 
York, while those to groups 60 to 70 per cent are higher than 
the New York rates by fixed differentials. Westbound com- 
modity rates from the greater part of New England likewise are 
the same as the rates from Boston, which, as was stated above, 
on shipments to percentage groups 67 to 120 per cent are the 
same as the New York rates, subject, however, to certain minima, 
and on shipments to points in 60 per cent territory are adjusted 
above the New York rates by applying the westbound class dif- 
ferentials. The blanketing of the westbound rates throughout 
New England and the wide application of the New York rates 
is a great benefit to the manufacturers and merchants of New 
England, for it enables them more readily to compete for the 
markets of the central west against more favorably located com- 
petitors. 

The eastbound rates on shipments from percentage territory 
to the interior main-line points of New England are made either 
with reference to the rates to Boston or those to Rockland, 
Maine. Main line points in southern and central New England 
have the same rates at Boston, and those in northern New Eng- 
land are accorded the Rockland rates. New England points con- 
sequently are not accorded the New York rates on eastbound 
shipments, as they are for much of their westbound business. 
As was stated in connection with eastbound port differentials, 
the domestic rates to Boston are higher than the rates to New 
York by fixed differentials, and the rates to Rockland, Maine, 
are the same as the rates to Boston, subject, however, to a 
minimum equal to the rates from Cleveland to Boston. 


The only important ocean port in the northern section of 
New England is Portland, Maine, which serves as an important 
winter port for the Grand Trunk System. This railroad places 
the rates from central western points to Portland on the Boston 
and New York export rate basis. It also publishes special import 
rates from Portland to central western destinations. Before 
August 26, 1920, the established bases for these import rates were 
the westbound all-rail rates from Baltimore, and since then they 
have been slightly below the Baltimore rate level. 

In closing this account of railroad rate adjustments in east- 
ern territory it should be noted that freight moving between the 
central west and the north Atlantic seaboard states may take 
different routes, and that the rates over all of these routes are 
not uniform. There are all-rail standard, all-rail differential, 
lake-and-rail, and lake-and-canal routes, all of which have dis- 
tinctive rates. The rates charged on the all-rail standard routes 
are fundamental, while those of the other or “differential routes” 
are less by fixed differentials. A comparison of the relative 
rates charged over the various east and west bound routes, 
however, is chiefly of interest to shippers in the routing of their 


shipments and will, therefore, be made in Lesson No. 40, which 
deals with “freight routing.” 


S. & N. V. LINE IN TEXAS 
The Sabine & Neches Valley Railway Company has filed 
an application with the Commission for an order approving the 
acquisition, ownership and operation of a line of railroad extend- 
ing from Deweyville to Cist, Tex., a distance of 12 miles. The 


— was recently completed by the company and is in opera: 
on. 
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REGULATION OF COMMON CARRIERS 


Denial of Motion to Rescind Order Not Actionable: 

(Supreme Court of Wisconsin.) No action will lie under 
St. 1921, sec. 1797—16, to test the lawfulness or reasonableness 
of an order denying a motion to rescind an order formerly 
based upon the same facts.—Chicago, St. P. M. & O. Ry. Co, 
et al. vs. Railroad Commission of Wisconsin, 189 N. W. Rep. 150, 
Commission’s Finding of Fact Conclusive: 

Where there is evidence from which the Railroad Commis- 
sion can find that a connecting track at a crossing is reason- 
able and necessary, such finding, being one of fact, is con- 
clusive.—Ibid. 

Commission’s Order Directing Connection of Tracks Held Issued 

Under General Statutory Authority: 

Where the Railroad Commission’s order directing railroad 
companies to connect their tracks at a crossing not at grade 
was made after a hearing, the Commission acted under §&t. 
1921, sec. 1797—11, giving general authority to direct a connect: 
ing track to be built where reasonable and necessary for inter- 
state traffic, and not under section 1802c, applying to crossings 
at grade and requiring no hearing.—lIbid. 

Commission Held Authorized to Order Connecting Track: 

St. 1921, sec. 1797—11, requiring railroads to afford all rea- 
sonable and proper facilities for the interchange of traffic be- 
tween their lines, confers jurisdiction on the Railroad Com- 
mission to order a connecting track at a crossing not at grade 
where such track is necessary and its construction is not un- 
reasonable.—Ibid. 


State Statute Limiting Time for Filing Complaint with Com. 
mission for Overcharges Unaffected by Federal Transporta- 
tion Act, Suspending Limitations: 

(Supreme Court of Washington.) Federal transportation 
act, sec. 206 (f), providing that the period of federal control 
shall not be computed as part of the periods of limitation in 
actions against carrier or in claims for reparation to the Com- 
mission for causes of action arising prior to federal control, 
applies only to the federal rate regulating statutes, and has no 
effect on Rem. Code 1915, sec. 8626—91, requiring complaints 
concerning overcharges to be filed with the Public Service Com- 
mission (now Department of Public Works) within two years 
from accrual of cause of action, compliance with which is nec 
essary for jurisdiction—Northern Pac. Ry. Co. vs. Department 
of Public Works et al., 207 Pac. Rep. 686. : 
Exception to Tariff Classification Held Not to Abrogate Provi- 

sion that Carrier Was Not Obliged to Furnish Special 

Poultry Cars: 

(Circuit Court of Appeals, Eighth Circuit.) A note in the 
printed tariff and classification filed by a railroad company, 
stating that it was not obligated to furnish special poultry cars, 
and requiring shippers to pay the rental for such Cars, which 
the company did not own, held not abrogated by a circular con- 
taining exceptions to the “classification” which did not contain 
the note, but provided a different classification and a lower 
rate for live poultry in carload lots—James vs. Davis, Director- 
General of Railroads, 280 Fed. Rep. 780. 

Cannot Waive Provisions of Filed and Published Tariffs: 


A carrier is without power to waive a provision of its filed 
and published tariff respecting the instrumentalities and facili- 
ties which it would furnish to shippers.—Ibid. 

Railroad Company Held Under No Duty to Furnish Special Poul. 
try Cars to Shipper: Y 
A carrier held under no duty to furnish to a shipper special 

poultry cars, which it did not own, and when it denied its obli- 

gation to furnish such cars in its filed and published tariffs— 

Ibid. 

Railroad Commission of South Carolina Not Authorized to En- 
force Rate Law: 

(District Court, E. D., South Carolina, at Charleston.) The 
Railroad Commission of South Carolina has no power to enforce 
act S. C. April 3, 1922, relating to telegraph and telephone 
rates, such act simply authorizing the commission to furnish 
information, the legislature itself having fixed the rates in be 
act.—Southern Bell Telephone & Telegraph Co. vs. Railroa 
Commission of South Carolina et al., 280 Fed. Rep. 901. 

Bill to Restrain Railroad Commission of South Carolina from 
Publishing Rates Not a Bill to Restrain Enforcement ~! 
Statute, Requiring Three Federal Judges on Application fo 
Injunction: 

A bill to restrain the Railroad Commission of South = 
lina from publishing the established rates under act S. C. et 
3, 1922, is not a bill to restrain the enforcement of a — 
by an officer, under Judicial Code, sec. 266 (Comp. St., se 
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1243), requiring that a motion for a temporary injunction be 

peard before a court of three judges, the commission having 

no power to enforce the statute, notwithstanding Civ. Code 

g, C. 1912, section 3161, giving the commission powers of en- 

forcement over telegraph and telephone lines.—Ibid. 

statute Relating to Number of Federal Judges on Motion for 
Temporary Injunction Held Inapplicable on Motion to Dis- 
miss Complaint: 

Judicial Code, sec. 266 (Comp. St., sec. 1243), requiring that 
motion for temporary injunction to restrain the enforcement 
of a statute by an officer be heard by three judges is inap- 
plicable on motion to dismiss the complaint, which, under rule 
99 (38 Sup. Ct. xxvi), is equivalent to a demurrer to the whole 
pill, since, if the motion be refused, and no answer be interposed, 
the decree would be final, and a final injunction would issue.— 
Ibid. 

Matters of Fact in Bill of Complaint Taken as Admitted on 
Demurrer: 

On bill and demurrer, or bill and motion to dismiss, all 
matters of fact in the bill of complaint well pleaded must be 
taken as admitted.—Ibid. 

Allegation as to Status of Foreign Corporation in State Held 
Insufficient to Show Right to Do Business Therein: 
Allegations in complaint that complainant is duly and le- 

gally qualified to do a telephone business throughout the state 
of South Carolina, and is a foreign corporation doing business 
in such state, and a non-resident, are insufficient to show that 
such corporation is entitled to do business in the state, in view 
of Civ. Code 1912, S. C., sec. 2664-2667, requiring foreign corpo- 
rations to perform certain stipulated acts, especially. in view 
of section 2688.—Ibid. 

Public Service Corporation Entitled to a Fair and Reasonable 
Remuneration, and State May Not Compel It to Render 
Services Free and Exhaust Capital for Public: 

In the absence of a contract compelling a corporation, 
though a public service corporation, to perform its services at 
stipulated and covenanted rates, it is entitled to charge such 
rates aS will lead to a fair and reasonable remuneration, and 
a state has no right to compel it to render its services free 
and to exhaust its capital in performing work for the benefit of 
the public.—Ibid. 

Public Service Corporation Has Right to Cease Operating: 

A public service corporation has the right, if it finds its 
business unremunerative, unless bound to the contrary by a 
contract, to cease operating and stop its work.—Ibid. 


State May Prescribe Terms on Which Foreign Corporation Will 
Be Allowed to Do Business and to Arbitrarily Exclude 
Corporation Not Engaged in Interstate Commerces 
A state has the right to prescribe the terms on which a 

foreign corporation will be allowed to carry on business within 

its jurisdiction, or, if it sees fit, arbitrarily and capriciously 
exclude any corporation from entry within its border, if not 
engaged in interstate commerce.—Ibid. 


State and Foreign Service Corporation Must Be Given Reason- 
able Time to Exclude from State or Cease Doing Business: 

If a state should exercise the power of exclusion of a public 
service corporation doing a business within it, under the guise 
of regulation, it can do so by giving it a reasonable time to 
realize on its property and securities and retire from the state, 
and, conversely, a public service corporation, exercising its 
right to cease carrying on its business because of inability to 
tam a reasonable return, may be restrained from doing so for 
such a reasonable time as would permit the state to meet the 
situation and endeavor to provide for the public service.—Ibid. 
Statute Prescribing Confiscatory Rates for Foreign Public Serv- 

ice Corporation Invalid, Unless Time Given to Cease Busi- 

ness: 

A state statute fixing rates to be charged by foreign public 
service corporation doing business in the state, which are non- 
Temunerativeé’: and confiscatory, though not invalid on its face, 
8 unconstitutional unless the foreign corporation is given time 
eer tunity to cease business and realize on its investment. 


U 
4 


FLORIDA EAST COAST EXTENSION 


The Florida East Coast Railway Company has filed an ap- 
Dlication with the Commission for authority to extend its line 
from Okeechobee to Miami, Fla., a distance of 125 miles. The 
Company said the reason for the proposed construction was that 
a new line would be the cause for the rapid development of 

@ Everglades, which lie south and east of Lake Okechobee, 
and would open up a territory now practically devoid of any 
means of transportation. It said the area to be served was re- 
garded by agricultural experts as being one of the most fertile 
Subjects for agricultural development in the United States. 
Meeere™ it said, it would afford a separate through line from 
vane to New Smyrna, a distance of about 240 miles, which 
be. d serve as a second main line for the traffic of the com- 
in y. The carrier asked permission to retain the excess earn- 

88 derived from the extension. ‘ 
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Court Held to Have Properly Assumed Jurisdiction: 

(Circuit Court of Appeals, Second Circuit.) Libelant, an 
American corporation, an agent for a Spanish shipowner, con- 
tracted for carriage of a cargo from the United States to Spain 
with an American firm, which was acting as agent for a Span- 
ish corporation, but such fact was not known to libelant. Held, 
that a court of admiralty of the United States should not de- 
cline to take jurisdiction of a suit by libelant against the undis- 
closed principal to recover freight under the contract.—Jose 
Taya’s Sons Co. of New Orleans vs. Compania Arrendataria De 
Tobacos De Espana, 280 Fed. Rep. 825. 

Laws of Foreign Country to Be Proved as Facts: 

A law of Spain, which affects only persons within its juris- 
diction, when invoked in a court of the United States, must be 
proved as a fact.—Ibid. 

Contract of Carriage Held Valid Under Spanish Law: 

Under a Spanish royal order fixing a maximum rate of 
freight on tobacco from the United States to Spain, with a pro- 
vise that “agents aboard of Spanish vessels shall charge freely 
according to the varying exigencies of the moment in the mar- 
ket, and shall abide by the prevailing rates,” a contract for a 
higher rate, made by an American agent of a Spanish shipowner, 
held valid and enforceable.—Ibid. 

Assignee of Bill of Lading Held Entitled to All Rights of Ship- 
per Under Contract of Affreightment Made Before Issuance 
of the Bill: 

(District Court, S. D., New York.) Where goods were 
shipped under and against a contract of affreightment previ- 
ously made between shipowner and shipper, the fact that bills 
of lading were made out by other company operating the ship 
under a charter from the shipowner to a bank, and assigned by 
the bank to a company of which the shipper was a subsidiary, 
did not debar the subsidiary from claiming all the rights that 
the shipper would have had, had the documents been made out 
in its name.Swift & Co. vs. Glasgow Steam Shipping Co., 
Limited, et al., 280 Fed. Rep. 910. 

Bill of Lading Not Construed to Modify Previously Made Incon- 
sistent Contract of Affreightment: 

Where goods were shipped under and against a contract of 
affreightment, so that the rights of the parties were not neces- 
sarily based on the bill of lading subsequently issued, and the 
bill of lading differed from the contract of affreightment, prima 
facie, and in the absence of any intention to the contrary as 
between the parties, the bill of lading is not to be construed 
to modify the contract of affreightment.—lIbid. 

Contract of Affreightment Held Not to Debar Shipper from 
Sharing in General Average: 

Contract of affreightment, providing that the meat “is re- 
ceived and carried, as regards perils of any kind whatsoever, 
at the shipper’s own risk absolutely,” held not to deprive ship- 
per of the right to share in the general average for the jettison 
of unsound meat, such provision relating solely to the liability 
of the shipowner as such to the shipper for the carriage of the 
cargo, and not to his obligation to share with others in the 
general average loss.—Ibid. 


SHIP SUBSIDY SITUATION 
The Trafic World Washington Bureau 


“The chief interest in the shipping bill now centers in 
whether the measure will be considered at a special session of 
Congress shortly after the November elections, or whether Con- 
gress will recess until November and thus make the calling of 
a special session unnecessary,” says the National Merchant 
Marine Association. 


“If Congress does adjourn sine die, it will, of course, be neces- 
sary to call a special session, in order to secure consideration of 
the shipping bill before the December session, but there is no 
indication that the majority leaders have decided which course 
will be taken. What is definite, however, is that President Hard- 
ing has been assured by the majority leaders in Congress that 
the bill will be taken up in November, so as to assure time for its 


passage before the present Congress goes out of existence in 
March next. 


“On the part of the Democratic opponents of the bill, there 
is a disposition to utilize for campaign purposes the delay of the 
Republicans in acting on the shipping bill. Since the House 
reconvened on August 15 the daily sessions have averaged only 
about half an hour, and practically nothing has been done pend- 
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ing the receipt of the tariff and bonus legislation from con- 
ference.” 
Opposition to U. S. Shipping 


“What will be Great Britain’s next step in its ‘silent war’ 
on American shipping?” asks the National Merchant Marine As- 
sociation in a statement issued September 11. “The enforced 
closing of the United States consulate at Newcastle because of 
alleged activities of Consul Slater and Vice Consul Brooks in 
soliciting business for American flag vessels is regarded as the 
second step in this silent war. The first was made in June last 
when the new rules for the Suez Canal were promulgated and 
tankers classified by the American Bureau of Shipping were 
barred. This action the British subsequently found it wise to re 
scind and there is every indication that there will be a similar 
backdown in the consular case. 

“That the ‘silent war’ actually is in progress is impressing 
itself upon diplomats, shipping men and members of Congress 
who are following closely the progress of legislation to aid the 
American merchant marine. Hints of the determination to de 
feat the American shipping bill have appeared in British papers 
ever since its introduction and were revealed by Senator Rans- 
dell recently in a speech in the Senate. 

“That the Newcastle incident was not unexpected in British 
shipping circles now seems plain. J. Sandeman Allen, presiding 
at the monthy meeting of the council of the Liverpool Chamber 
of Commerce on July 4 last, was quoted thus by British papers, 
concerning the U. S. merchant marine bill: 


He said it looked as if difficulties of a sufficiently serious and 
domestic character had arisen which would delay the passage of 
the bill. Meanwhile everything possible in the general interests waa 
being done, and he was sure the Chamber fully realized that matters 
of this kind must be handled with discretion by the business com- 
munity, and the government supported in such steps as they might 
think wise, once it was realized that the government was awake 
lo the dangers, which they undoubtedly were. 


“Very shortly after Mr. Allen’s significant statement in Liver- 
pool, the British government made its first representation to our 
State Department about the alleged conduct of the Newcastle con- 
sular officers. That note said the British had proof of the abuse 
of their positions by Slater and Brooks, but it would defer with- 
drawal of the officials’ papers because the American government 
was conducting an investigation. The State Department then 
advised the British Foreign Office that it did not consider the 
allegations against the consular officers substantiated. 

“Nevertheless, the British government withdrew the consular 
exequaturs on August 29 and the Consulate was closed. There 
was nothing for the American government to do except transfer 
the two men to non-British countries. 

“The American embassy at London is conducting another in- 
quiry into the conduct of the Newcastle consulate and the State 
Department has asked the British for additional information in 
the case. Thus far the British have sent copies of affidavits—but 
unsigned ones—on which their action against the consular of- 
ficers was based. Denial also has come from one of the persons 
mentioned that he was coerced into sailing in an American ship 
on penalty of not having his passport vised. 

“In the first move of the ‘silent war,’ the British withdrew 
quickly from their position. The rule barring American tankers 
from the Suez Canal specified that vessels must be in ‘the highest 
classes of Lloyds, London; Bureau Veritas (France); German 
Lloyds (Berlin) or British Corporation (Glasgow).’ The omis- 
sion of the American Bureau of Shipping, the official classifica- 
tion society of the U. S., from the list, automatically bared our 
tankers. Commander Stevenson Taylor, president of the Amer- 
ican Bureau of Shipping and member of the governing council 
of the National Merchant Marine Association, happened to be in 
Europe and went at once to London. Within a short time the 
Canal rules were amended to permit ships classified by the Amer- 
ican Bureau having equal rights with the others. 

“The Newcastle Chamber of Commerce, the Lord Mayor, and 
the Newcastle on Tyne Improvement Commission have appealed 
to have the Newcastle consulate reopened. Even ‘The Post’ of 
Liverpool, where attacks on our shipping bill have been sharpest, 
pays: 


The U. S. government is clearly not satisfied that the case 
against the consul and vice consul has been made out, and in 
view of the possibilities of controversy perhaps it would have been 
better if our government had delayed action a week or two. * * ** 


The awkward thing, so far as America is concerned, is that its ship-- 


ping is virtually nationalized and, therefore, it might be argued 
that in working for it consuls are not forwarding any sectional 
interests, or firm, but are doing general national service. 


URGES PORT DEVELOPMENT 


Commissioner Edward G. Plummer, of the Shipping Board, 
in an address September 13, at Portland, Me., before the fifteenth 
annual convention of the Atlantic Deeper Waterways Associa- 
tion, on the occasion of the dedication of the new state pier in 
Portland, declared that commerce was the life of any port and 
that commerce ordinarily followed the line of least resistance— 
that it went where the best accommodations were to be had. He 
said: 


How well this truth is appreciated by 
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active municipalities is indicated by conditions in all our leadi 
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In New Orleans all wharves and shipping terminal facilit; 
controlled by the Board of Commissioners of the Port of New im Ag 
Millions of dollars have been spent there by the city for the con- 
struction of wharves, piers, docks and freight handling appliances 
inn has ample berthing capacity for sixty vessels at one 

Houston—an inland city—through bond issue i 
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s Angeles has done a great work in the developmen i 
port and resultant traffic is growing so fast that the Srimaty nae 
there is a comprehensive plan upon which to work. 

All harbor facilities at San Francisco are owned by the state of 
California, and the world is invited to call. 

Portland, Oregon, namesake of this enterprising city, has con- 
structed four municipal terminals which contain all modern facilities 
for Ee penis of ——— A largest vessels. 

e has constructed and operates severa r iers wi 
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Many other American ports might be added to this list. The 
famous docks of Liverpool, the docks of London, owned by the Cen- 
tral Government, and the docks of Antwerp, nationally owned, all 
emphasize the one important fact that facilities attract ocean busi- 
ness—and that ocean business is the public’s business. Those who 
wish_business to come must themselves prepare the way. 

This state pier of Portland will prove to be an investment—it is 
a public investment to secure a public benefit. The same principle 
applies to shipping. With the cheaper rates for ocean transportation 
which cannot be escaped if our ships are to get a larger share of our 
foreign business (and none of us seeks to monopolize that business— 
we merely seek to carry the same proportion of our commerce that 
Great Britain always insists on carrying of hers) increased commerce 
will result and Portland, like all our ports, must share in the great 
benefits which this condition will bring. Dependence on foreign flag 
ships means the minimum of business in these ports: service by 
American ships means the maximum of business there. This is history, 

It would not mean in the end that what business we secured fo! 
our ships would be business lost to the ships of our competitors: it 
would mean eventually a great increase in our world commerce to 
the great benefit of all our people, with our ships carrying their right- 
ful share of our cargoes as they did in those days when Portland 
harbor was covered with spars and the shipyards of Maine were 
sending their products io the uttermost parts of the world. 

Wisely the law under which the Shipping Board exists mandates 
it to see that all ports of the United States are secured full equality 
of opportunity—every aid which is within the power of the board to 
make any American port a factor in ccean commerce must and will 
be given. Portland is one of our natural ports. She has a record 
that may well be an inspiration to her citizens; and a restoration of 
this nation’s prominence in the maritime world with our ships 
restored to their rightful heritage upon the ocean will mean much 
to Maine and to this beautiful town that is seated by the sea. 


BOARD SELLS WOOD SHIPS 
The Trafic World Washington Bureau 


Two hundred and twenty-six ships out of the Shipping 
Board’s wooden fleet of 285 vessels, which cost the government 
approximately $300,000,000, were sold this week by the board 
for $750,000. The sale marked the end of numerous efforts to 
dispose of the ships and wound up the government’s connection 
with a controversy which was waged by advocates of wood 
ships against advocates of steel ships when the United States 
was trying to build ships to beat the German submarine menace. 
The ships were condemned as unfit for ocean service. 

Officials of the board regarded favorably the bid of $750,000, 
holding that it was far better than anything that had been 
offered heretofore, and more than $1,000 a ship better than the 
bid of $2,100 a ship made some time ago by the Ship Construction 
& Trading Company, which was rejected. The ships will be dis- 
mantled and sold as junk. Some of them may be converted 
into barges. The official statement of the board, issued SeP 
tember 12, follows: ¢ 


The United States Shipping Board Emergency Fleet Corporation 
today sold at private competitive sale, to George D. Perry, an attor 
ney, member of the law firm of Lent & Humphrey. Mills_ building, 
San Francisco, Calif., 226 vessels, comprising practscally its entire 
wooden fleet, for $750,000, or a little more than $3,318 per vessel. The 
sale was conducted by the Shipping Board, Chairman Lasker presiding. 

There were approximately 10 bidders present, many of whom - 
come prepared to bid upon the fleet in lots rather than as a whee. 
but Sidney Henry, director of sale, Emergency Fleet Corporation, = 
conducted the preliminaries, stated that the board would offer for sale 
the whole number of ships as a unit. Chairman Lasker then "— 
charge of the bidding. The opening bid was $406,800, made by R 
Dravo Contracting Company of Pittsburgh, represented by o" 
Dravo, R. M. Dravo and former Representative James F. Dore = 
Pennsylvania. William F. Humphrey of Lent & Humphrey, San Fra 
cisco, represented Mr. Perry. the 

When the bids reached the sum of $625,000, Mr. Lasker called. of 
board into executive session to ascertain whether he should Se ay 
the sale on the unit basis or whether he should offer the yesses by 
sale in lots. At the conclusion of the conference it was decider om 
the board to continue the sale, which was accordingly done. the 
this point onward the bidding was exceedingly spirited between any 
Pittsburgh and San Francisco bidders, the Dravo Contracting age 
finally stopping at $749,000. Mr. Humphrey, in the name of ur. A 
then offered $750,000 for the fleet, and the vessels were sold to 
that price, which was later approved by the board. e of 

Two hundred and seventeen (217) of the vessels sold ar 
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wooden construction, the other 9 being composite wood and steel. Two 
hundred and eleven (211) of the ships are located at Claremont, Va., 
13 at Orange, Tex., and 2 at Beaumont, Tex. 

The conditions of the sale were the ships were to be purchased 
“ag is, Where is;’’ that they were not to be used for transportation 
purposes as steamships, and that they would be promptly dismantled 
within a ne time after the necessary legal documents had 

executed, t 
wen. Humphrey, who is also president of the Olympic Club of San 
Francisco, announced at the conclusion of the sale that in addition 
to Mr. Perry, J. J. Tyson, of Charles Nelson & Company, San Fran- 
cisco, Was also interested in the purchase. Mr. Humphrey signed the 
following agreement with the Emergency Fleet Corporation: 

“Confirming my verbal bid at the sale today, I hereby offer the 
sum of $750,000 for the 226 wooden and composite ships, 211 of which 
are located at Claremont, Va., 13 at Orange, Texas., and 2 at Beau- 
mont, Texas. This offer is made with the understanding that there 
will be incorporated in the bills of sale the condition that the ships 
shall not be operated as steamships and will be promptly dismantled 

h. 
: aT have examined and inspected the above mentioned vessels and 
agree to purchase them ‘as is and where is’ without warranty or 
guarantee as to their condition, capacity, equipment, tonnage, cor- 
rectness of their description or otherwise. : 

“There has been deposited with you a certified check or equiva- 
lent for $75,000, representing approximately 10 per cent of my offer. 
| agree that within 30 days from the date of notification by the 
Emergency Fleet Corporation that the bills of sale are ready for 
delivery, I will accept delivery; and within 10 days of the date of this 
notice, I will pay by certified check or equivalent an amount sufficient 
to increase the deposit to 25 per cent of the purchase price, and I will 
aso deposit with you an irrevocable domestic letter of credit satis- 
faclory to you covering the balance of 75 per cent of the purchase 
price and calling for three equal payments against clean drafs within 
4), 60 and 90 days of the date of the letter of credit. 

’ “In the event that I fail to accept the delivery of these vessels or 
to pay the balance of the purchase price within the time specified, I 
agree that the sale shall be considered null and void and that the 
payment of $75,000, already made, shall be retained by you as liqui- 
dated damages.”’ : 

Among some of the prospective purchasers present were Fred 
Sullivan, representing John W. Sullivan; Fields S. Pendleton, repre- 
senting W. S. Pendleton & Company; Charles E. Gremmels, represent- 
ing Fair Oaks Stemship Company; W. F. Kingston, C, E. Garrett and 
J. L. Bernard, representing John P. Gilbert of New York. 


The board has ten wood ships which have been libeled. The 
rest of the fleet was sold heretofore in small lots. 


BRITISH SHIPPING CONDITIONS 


Walter S. Tower, commercial attache at London, in a re- 
prt to the Department of Commerce, said that the extreme 
dulness of charter markets during most of July was broken 
toward the end of the month by the active demand for tonnage 
tohandle coal to the United States. Said he: 


Inquiries for coal fixtures began to appear about the middle of 
the month, with rates quoted at 7s. 6d. to 8s. for early sailings. Few 
fixtures were made, however, until the last week or 10 days, when 
the closing of important sales of coal stimulated the demand for 
ships and boosted the rate until it touched 16s. on the 28th for spot 
boats. Subsequently, however, the rates became easier, as the peak 
of demand seemed to have passed; and the month ended with fixtures 
being made at 12s. to 13s. from South Wales to Middle -Atlantic ports. 

It is estimated that upward of 100 ships were chartered for coal 
to the United States during the last half of July, mostly for August 
sailings, but there is considerable doubt in some shipping circles 


POSITIONS WANTED OR OPEN 


GOOD TRAFFIC MEN ARE MORE THAN EVER IN DEMAND 
id THE TRAFFIC WORLD is the logical medium for getting the 
men and the positions in touch with each other. The rates for 
classified advertisements are as follows: First insertion, $1.00 per line, 
ninmum charge $3.00; succeeding insertions, per line, 50c; 10 words to 
the line; numbers and abbreviations counted as words; 6 point type; 
Payable in advance. Answers to keyed advertisements forwarded free 
wa all correspondence held in strict confidence. THE T Cc 
WORLD, 418 South Market Street, Chicago, TIl. 














POSITION WANTED—Competent traffic manager, at present 
tmployed by large jobbing concern, seeks connection with more op- 
brtunity; railroad and commercial experience; familiar all lines 
trafic work; Central West location preferred; salary to commence 
4,200, Address U. N. T. 477, Traffic World, Chicago. 


POSITION, WANTED—Rate clerk of executive ability, age 27, 
esires commercial connection. Ten years’ railroad experience. Un- 
erstands fundamental principles transportation, rates, tariff interpre- 
ation, routing, secondary services. Education consists high school, 
‘ansportation and interstate commerce law, now general law student. 
ualified for arJy territory. Employed. Highest credentials. Address 
-N. E. 479, Traffic World, Chicago. 


WANTED—A Central Freight Association Railroad needs the 
‘ervices of an expert freight percentage clerk, one who can take hold 
of the work without teaching. S‘ate age, qualifications, references 
and salary requirements. Address G. H. J., Traffic World, Chicago. 


i eeeeEeEeEEeEeEeEeEeEeEeEeEeEeEeEeEeEeEeEeE——EEeeeeEeeEeeeee 

ATTENTION MANUFACTURERS—Traffic Manager, having rail- 
‘ad Interstate Commerce Commission, legal and organization ex- 
Mtience, desires greater opportunities. State and Interstate formal 
“ses handled. Now employed. Excellent references. Address A. S. 
M. 475, Traffic World, Chicago. 


a EEL —eeeeeeEeEEeEeEeEeEeEeEeEeEeE—EEEEEEe 

POSITION WANTED—Traffic Manager, twelve years’ railroad- 

ndustrial experience, thorough knowledge of rates, claims, routing, 

cai arrangements, etc. Address U. E. L. 469, Traffic World, 
£0. 


(gg OQ29$?)] ae 


POSITION WANTED—This is your chance to secure services of 
Walified traffic man with nine years’ experience. Am employed but 
th to make change where prospects are better for future. LaSalle 
faduate, Address ¥. ‘M. A. 471, Traffic World, Chicago. 
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whether this sort of stimulus to the chartering business is wholly 
desirable. At best it is recognized as a very temporary demand. 
Th2 question of fixtures for the voyage home is a matter of much 
uncertainty, with the possibility that the chief result will be to de- 
press the homeward rate for grain at the very outset of the grain- 
shipping season. There is also the correlated increase in the cost of 
bunker coal to ship operators generally. On the whole, therefore, 
this coal trade flurry may prove to be a doubtful blessing to operators. 

Outside the chartering for coal, which has been fairly good for 
other trades as well as for trans-Atlantic, the market was largely 
devoid of interest. Eastern trades were very quiet the whole month. 


River Plate homeward business was small and at unsatisfactory 
rates, owing to tonnage available in excess of demand and evident 





CONTINENTAL WAREHOUSE COMPANY 


416-434 West 12th Place, Chicago, III. 


Sprinkled Warehouses in the heart of the 
Freight Terminal District. 


Merchandise Storage and Distribution Specialists. 





ROCHESTER, NEW YORK 
General Storage Carload Distribution 


Members American Warehousemen’s Association and American Chain ef Warehouses 


B. R. & P. WAREHOUSE, Inc. 


JACKSONVILLE, FLA. 
WIESENFELD WAREHOUSE COMPANY 


General merchandise storage and distribution. 
Prompt and intelligent service. 
References: Any jobber, banker or transportation man in the city. 


DEEP WATER AND RAIL CONNECTIONS 


Pook. CARS 


RECEIVED, CHECKED, DISTRIBUTED 
RESHIPPED IN LESS THAN CAR LOTS 


PITTSBURGH DISTRIBUTING CO. 


601 Empire Building, PITTSBURGH, PA. 
Established 1910 Phone 1574 Smithfield. 


























CHICAGO 
Jos. Stockton Transfer Co. 


1020 South Canai Street, near Tayler Street 
Teaming of E Descripti Ity Deliv Serviee and Caries 
uniabit........ .:iinea . 


WACO, TEXAS 
THE HEART OF TEXAS 


Weatherred Transfer and Storage Co. 


MODERN FACILITIES FOR 


DISTRIBUTING—WAREHOUSING 
One Block on Mary at 13th Street 










SAVANNAH, GEORGIA 


Storage—Pool Cars Our Specialty 


H. H. BRADLEY & CO. 


Personal Service Quiek Despatch 
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unwillingness of owners to lay up boats there until rates increased. 
Most of the fixtures reported were made at 21s. to 22s. for July 
dates, but toward the end of the month interest in spot boats prac- 
ically disappeared, with some August-September charters being 
done at 23s. to 25s. 


Lloyds’ report for the second quarter of the year and the Cham- 
ber of Shipping report on idle tonnage as of July 1 were not es- 
ecially encouraging, either to operators or to shipbuilders. Ships 
aid up in British ports increased in the second quarter, totaling about 
1,800,000 gross tons on the ist of July. This figure is close to 10 
per cent of the seagoing merchant fleet under the British flag. 
Naturally such a surplus of tonnage, even though much of it may 
never be put into commission again, is regarded as a serious ob- 
stacle in the way of any general or sustained advance in freight 
and charter’ rates. In fact, the opinion is pretty common that 
profitable operation of shipping must be reached through getting costs 
down rather than by waiting for rates to go up. 


FOREIGN COMMERCE ORDER 


The Trafic World Washington Bureau 


The Commission has issued Foreign Commerce Order No. 5, 
which cancels Foreign Commerce Order No. 2 of January 12, 
1922. The order was issued under section 441 of the transporta- 
tion act and section 25 of the interstate commerce act, which 
requires the Commission to specify the stations of railway car- 
riers at which information relative to the handling of export 
shipments by common carriers by water in foreign commerce 
shall be maintained and from which railway carriers shall issue 
through bills of lading to the points of foreign destination. 

The new order is simply a revision of the previous order 
as to the points at which the carriers shall comply with the 
act. It contains the names of hundreds of stations, classified 
under the names of railroad companies. 


INTERCOASTAL SERVICE 


The Trafic World Washington Bureau 


Chairman Lasker, of the Shipping Board, indicated this week 
that he would favor a decision by the board withdrawing gov- 
ernment tonnage from the intercoastal service provided the 
private lines gave assurance that ports now served would con- 
tinue to get service if the government withdrew. This view, he 
said, however, was opposed by Commissioner Chamberlain, who 
believes that some ports would be discriminated against by the 
private lines if the governmental vessels, which are operated 
by the Nawsco line, were withdrawn. A formal vote will be 
taken by the board on the return of questionnaires sent out to 
get the facts about the service. 


OCEAN RATE CONFERENCES 


The Trafic World Washington Bureau 


W. J. Love, vice-president and general manager of the 
United States Shipping Board Emergency Fleet Corporation, dis- 
cussing the conference situation, September 11, said: 

“The conference situation is considerably improved over 
conditions prevailing two months ago. While freight rates are 
still low, there is more stability to them, owing to the reforma- 
tion of several conferences. 

“The Atlantic-Far East Conference has been reformed on 
a definite and satisfactory basis. All lines regularly operating 
berth steamers in this trade are members of the new confer- 
ence. 

“Efforts are now being made to reform the Pacific-Far East 
(Trans-Pacific) Conference on a basis similar to the new At- 
lantic-Far East agreement. Meetings are being held on the 
Pacific Coast and prospects of an early successful conclusion 
are good. In addition, cargo offerings Trans-Pacific are im- 
proving. 

“The North Atlantic, Adriatic, Black Sea and Levant Con- 
ference was recently reformed, and is now functioning satis- 
factorily—all lines regularly operating to this territory being 
members. 

“From Atlantic and Gulf ports to the east coast of South 
America the situation is much improved and efforts are now 
being made to put both the River Plate and Brazil Conference 
on a more stable basis. 

“There has been no change in the intercoastal situation 
during the past few weeks.” 


RIVERS AND HARBORS BILL 
The Trafic World Washington Bureau 


Carrying appropriations for river and harbor development 
aggregating approximately $45,000,00, the river and harbor bill 
was passed this week by the Senate. The measure was passed 
some time ago by the House. It was sent to conference. 

An amendment was adopted authorizing the Secretary of 
War to execute a contract with the Boston, Cape Cod & New 
York Canal Company for the purchase of the Cape Cod Canal. 
Under the contract the government would pay $11,500,000 for 
the property. 

A clause in the amendment stipulated that the contract shall 
be carried out on the express condition that the canal company 
shall waive in writing any and all claims against the Director- 
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General of Railroads, who operated the property during federa] 
control. Under such waiver, the amendment provides the Dj. 
rector-General shall release the company from any claim 
against the company growing out of federal control. 

A bill to accomplish the same end was reported favorably 
some time ago by the House committee on interstate and for. 
eign commerce, but no action has been taken thereon by the 
House. Representative Huddleston of Alabama attacked the 
committee report, alleging that the owners of the property were 
trying to unload it on the government. 

Another amendment authorized the Secretary of War to pur- 
chase part of the inland waterway from Norfolk, Va., to Beau- 
fort Inlet, N. C., at a price not to exceed $500,000. 

Senators Jones of Washington, Nelson, Calder, Fletcher and 
Ransdell were appointed as the Senate confrees. 


HOW TO FOIL FREIGHT PILFERER 


The Trafic World Washington Bureay 

The Transportation Division of the Bureau of Foreign and 
Domestic Commerce has recently undertaken the investigation 
of the best practices in expert packing. Suggestions have been 
received from many sources, among them one from the freight 
claim division of the American Railway Association, advocating 
the use of steel box strapping, which has the approval of the 
transportation division as an economical and efficient method of 
eliminating a large part of the annual loss from pilferage and 
— inadequate containers, aggregating many millions of dol- 
ars. 

“A case reinforced with steel,” says the division, “is pro- 
tected against pilferage, not only while in the possession of 
transportation companies but also in shipper’s premises, with 
teamsters, in public warehouses, and in receiving departments 
of consignees. Pilferers showed a marked preference for un- 
protected packages. As a rule the usually at hand, nor can 
a cut wire or strap be easily reunited. A mutilated band is 
notice that a package has been tampered with and every em- 
ployee handling shipments knows that if the bands are not 
intact he can not secure a clean receipt and will be suspected 
in case of shortage. 

“Wire or steel strapping adds to the strength of a con- 
tainer in a proportion, so far above its slight cost that a box 
designed to carry its load without reinforcement can frequently 
be supplanted by one having sides, top, and bottom of the next 
thinner commonly used box lumber, provided it is adequately 
reinforced by a wire or strap binder. The result is usually a 
stronger, lighter,.and less expensive box. 

“One big concern reports that a large percentage of its ship- 
ments is strapped, and that since adopting this system their 
package troubles, both from damage and pilfering, decreased 


42 per cent during a period in which their shipments increased 
20 per cent in number.” 


NEW GRAIN RATE CASE 


The Trafic World Washington Bureau 

The Public Utilities Commission of Kansas has sent to the 
Commission for filing a complaint against all carriers in the 
Western group, asking for a reduction of rates now in effect 
on grain, grain products and hay between points in the Western 
group. 

The complaint recites the increase in rates on the commod- 
ities mentioned in Ex Parte 74, the reduction required in the 
Western grain rate case effective December 27, 1921, and the 
general reduction in rates required in the reduced rate case, 
1922, effective July 1, 1922. It is then alleged that the reduc- 
tions ordered in the Western grain rate case “were for the pur- 
pose of removing injustices and to establish a proper level and 
relationship as between commodities, and the level and relation- 
ship which was established has been seriously disturbed by the 
decision of the Commission in ‘Reduced Rates’ by, the excep- 
tion from this decision of grain, grain products and hay, carload 
rates between points in the Western group, resulting in unrea- 
sonable and unjustly discriminatory interstate rates.” It is 
further alleged that, “considering prevailing prodgaction costs 
and farm and market values of the commodities ‘involved the 
existing interstate rates are prohibitory and operate to the serl 
ous disadvantage of the shippers of these commodities (and) are 
unjust and unreasonable, in violation of section (1) and unjustly 
discriminatory and unduly prejudicial in violation of section 
(3.” 

In a bulletin to members relative to the complaint, John E. 
Benton, general solicitor of the N. A. R. U. C., said the Kansas 
commission had invited the co-operation of other commissions 
in the Western group. The Kansas commission will ask for a0 
early hearing, Mr. Benton said. 





PEARL RIVER VALLEY NOTES 
The Pearl River Valley Railroad Company has applied to 
the Commission for authority to extend for twelve months the 
maturity date of $15,000 of unsecured promissory notes. 


Ser 
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Terminal Warehouse & Forwarding Co. 


HOUSTON, TEXAS 


View showing relationship of ship, wharf, and 
shipside warehouse. 


Houston as a distributing center for water shipments into 
and out of the State of Texas furnishes unique and effi- 
cient service by means of our shipside warehouse. 


150,000 sq. ft. of storage space. Reinforced concrete 
throughout. Equipped with automatic sprinkler system. 
Floor level 35 ft. above mean low tide. Trackage capacity 
72 cars. 


Electric conveyors handle merchandise to and from ship- 
side at the rate of over 100 tons per hour, no charge 
being made for service other than the ordinary handling 
charges applying in any interior warehouse. 


Lowest insurance rates. Safe from fire and storm. 


Import and export shipments handled free or bonded. 





At our wharf, in addition to special calls of vessels with 
cargo for the warehouse, the following steamships berth 
on regular schedule: 

Southern Steamship Co.......... Philadelphia—Houston 
eee re ....-Mexican Ports—Houston 


Mississippi-Warrior, Gulf States S.S. Co., New Orleans 
and interior river points to Houston 


Pacific Caribbean and Gulf S.S. Co., Pacific Ports—Houston 
Luckenbach Line ................ Pacific Ports—Houston 


Berthing space available for any ship handling cargo 
through warehouse 


a 


If you are in any of the territories served by the above 
Steamship lines, consider the tremendous advantage of 
storing your commodities at shipside Houston, without 
extra charges for distributing. 





Let us handle some shipments fer yeu to demonstrate 
the saving. 


TERMINAL WAREHOUSE & FORWARDING CO. 


HOUSTON, TEXAS 
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The Port of Houston 


Kansas City 9 St. Louis 


Albuquerque 


MR. TRAFFIC MAN, take a look at the map above. 
See how the railways converge at the Port of Houston. 
Does not rail service mean a great deal to you? 
Seventeen railroads serve the Port of Houston and con- 
nect with the Municipal wharves thru the Municipal 
Harbor Belt Railway. * 

No discrimination but good service. 


Trunk lines in all directions to main assembling and 
distributing points. 


Ample storage yards, no congestion. 

Houston’s public wharfage facilities are modern and are 
of the best fire-proof construction designed to give quick 
service to both ships and shippers. 


MR. TRAFFIC MAN can we not handle some of your 
business over our wharves? 


Address the 


Director of the Port 


City Hall Houston, Texas 
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THE BILL OF LADING 


Editor The Traffic World: 

We have been interested from time to time in the letters 
with reference to claim prevention, payment of claims, etc., and 
have been impressed with the idea that too little importance 
is attached to that very great shipping document known as 
the bill of lading. A great majority of shippers, great and 
small, pay too little attention to making out bills of lading 
properly. Articles which are classified in a number of ways in 
the classifications and which also appear in the exceptions and 
various commodity tariffs, are listed in such an uncertain man- 
ner that only the shipper and consignee would know what he 
is getting, and in many cases cannot tell after a few months’ 
time when asked for information as to how shipment was put 
up for shipment. Thousands of overcharge claims are the direct 
result of such carelessness, where millions of dollars are paid 
annually by the shipping public for the same reason. 

The very important question of just what routing should 
be shown on the bill of lading in order to secure a certain 
movement is too little understood and too little heeded. The 
difference between a certain required “delivery” and “routing” 
receives little or no attention on the part of many large and 
nearly all small shippers. We have in mind the entire move- 
ment of coal to one concern, extending over a six months’ pe- 
riod, which resulted in excessive freight to the concern sim- 
ply because neither the shipper nor consignee understood how 
to properly show “delivery” on the bill of lading and yet not 
route the shipment via a certain route. 

We have in mind a jobber who paid a very considerable 
excess on a certain shipment, because the shipper did not see 


fit to place a certain notation on the bill of lading, although, 


at a later date, he admitted that it was his intention to release 
the shipment as to value, and thought that he had done so. 

Many shippers do not forward even a copy of the bill of 
lading to their customer, making necessary to write if it is 
wanted. On the other hand, many consignees do not take proper 
care of their bills of lading after they are received. In neither 
case is the value of such a document appreciated. Claims are 
now pending with two different carriers, the payment of which 
will depend upon their ability to produce the bill of lading to 
cover an order shipment, which the consignee claims never to 
have received, yet the carrier claims to have delivered the goods. 

The date of a bill of lading in many cases determines the 
rate to be applied on that particular shipment, yet very many 
business houses do not check bill of lading dates against freight 
bill dates of billing. 

During the past twelve months a check of freight bills 
and bills of ladings from several hundred different concerns 
has convinced us that at least 50 per cent of the overcharges 
are a direct result of improper or lack of information being 
shown on the bills of lading, and that there is no class of busi- 
ness and no class of shippers who are exempt from this failing. 

This paper is a contract, and as such should receive the 
same relative care in preparation that any other contract would 
receive. In justice to the man who is to receive the ship- 
ment, and in justice to the carriers who are to handle it, there 
should be a one-hundred per cent improvement in its prepara- 
tion. 


Anderson, Ind., Sept. 8, 1922. F. D. Roberts. 


TRACING L. C. L. SHIPMENTS 


Editor The Traffic World: 

Referring to Mr. Kirk’s letter in The Open Forum of your 
issue September 2, I could give several instances where, in 
my experience, I have traced L. C. L. shipments very satisfac- 
torily, securing very prompt movement and saving in time any- 
where from several hours to two or three days; however, to 
give Mr. Kirk other instances would require digging into old 
files and I believe I have already, in my last article, given a 
specific instance which will indicate that L. C. L. tracing can 
be done to advantage. 

I might state here that I believe a commercial traffic man 
should request carriers to trace L. C. L. shipments and give 
them special attention only in cases where the necessity for 
very prompt delivery is great—for instance, where a consid- 
erable delay to construction work would result in the event 
an L. C. L. shipment was not handled and delivered very 
promptly. 








Since Mr. Kirk makes the specific request that I advise 
what I would have done in the particular instance to which 
he refers, I might state that, in the first instance, I would have 
placed particular emphasis on the prompt handling of the 
shipment through Hartford as being the first junction point—and 
possibly the only one—between the shipping point and the des- 
tination—New York City—and where I would naturally assume 
that there might be more or less delay. Then, instead of 
*phoning, as Mr. Kirk seems to have done, the agent of the 
carrier in New York, I would have endeavored to have seen 
him personally, as also the general freight agent and possibly 
the chief operating official of the carrier handling the shipment 
into New York. Furthermore, if the shipment had been of 
sufficient importance, the distance being only 110 miles, I would 
have sent our outside man, who would naturally have a per- 
sonal acquaintance with the various agents out on the line, to 
follow up the shipment and to keep me posted by ’phone, par- 
ticularly if he experienced any trouble in securing prompt move- 
ment, so that I might co-operate with him by handling through 
the carrier’s officials. 

F. L. Clements, Traffic Manager, 
Gulf Oil Companies. 


Houston, Tex., Sept. 9, 1922. 


- Editor The Traffic World: 


I was much interested in reading the article in your August 
26 issue, written by F. L. Clements in regard to tracing of 
L. C. L. shipments. 

After an experience of thirty-five years in both railroad and 
commercial work I am convinced that the tracing of L. C. L. 
shipments is of as great importance as the tracing of C. L. 
shipments, and many times more so, as quite frequently rush 
shipments are made L. C. L. and require very quick and proper 
handling. 

My experience has been, however, that, since the war-time 
operation of the railroads, it is practically impossible to trace 
an L. C. L. shipment, inasmuch as the railroad companies have 
never reinstated their junction transfer records. 

As a case in point, I recently requested tracing of a ship- 
ment from New York to Gardner, Mass. The reply came back 
that it was in one of a dozen different cars, the numbers of 
which were given, and it was up to me to trace each car from 
its starting point through to Gardner. I did so and, much to 
my surprise, none of the cars mentioned had the shipment re- 
ferred to. 

I then took the matter up further and was furnished an- 
other list of cars, but before I had succeeded in tracing all of 
these cars through the shipment did finally show up. Conse- 
quently, I take some exception to the article mentioned, inas- 
much as, without the records mentioned above, how is it pos- 
sible to trace the L. C. L. shipments? 


Another matter which causes us considerable annoyance is 
the fact of not being able to trace express shipments. The 
present practice of the waybill accompanying the shipment and 
keeping no record of the waybill at the local office makes it 
impossible to trace, and the only redress we have is after a 
shipment has been out about twice as long as necessary to 
reach its destination we put in a claim and in the meantime 
the party for whom the shipment is intended is out ot the use 
of his goods and much annoyance is occasioned thereby. 

I think the first thing to do would be for the railroads and 
also the express companies to reinstate their tracing. bureau— 
or, rather, their record bureau—at the different junction points 
so that these L. C. L. shipments could be properly traced. 

I know the tracing of shipments is overdone, very many 
times tracers being sent, or requested to be sent, within a very 
few days after shipment has been made and long before it 
could have reached its destination, but there are, nevertheless, 
a great many necessary tracings to be done and there ought 
to be some efficient way of doing it on the part of the trans- 
portation companies. 

Central Oil & Gas Stove Co., 
H. D. Burnham, Traffic Manager. 
Sept. 8, 1922. 


Our Washington Office is your Washington — 
~£ you are a subscriber to THE DAILY TRAFFIC 
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The St. Louis 
Gateway! 


N your trade with the West 
and Southwest no factor is 
more important than the 

gateway through which your 
shipments must pass. 


Competition is keen and loss of 
time at the point of transfer may 
mean loss of business. 


A written request will bring you 
an informative and attractively 
illustrated booklet describing 
facilities which make 


ST. LOUIS 


The Strategic Gateway 


Between East and West 


It is to the interest of your 
business that you make a 
comparison of gateways be- 
fore routing your shipments. 


| Eighty-seven per cent of the through 
“L.C.L.’’ freight routed via St. Louis 
departs the same day it arrives! 


More than 1,000 package cars 
loaded daily at St. Louis! 


The most complete system of modern 
freight handling facilities in America 


‘ operated by the 


Columbia Terminals Company 


Agent for All Railroads Entering 


St. Louis 


e “Columbia Service” is pro- 
vided by facilities (represent- 
ing more than $2,000,000 in 
investment) which include 
nine “‘universal” off-track de- 
pots, modern warehouse and 
forwarding facilities, and a 
fleet of modern tractors and 
semi-trailers. 






TO HAVE 
WHAT YOU WANT 
WHERE YOU WANT IT 
WHEN YOU WANT IT 
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Managing Agents: 
American-Hawaiian Steamship Co. 
American Ship and Commerce Corporation 
General Agents: Hamburg-American Line 


American-Hawaiian S.S. Co. 
INTERCOASTAL SERVICE 
To Los Angeles, San Franeisco, Portland, Seattle, 


Tacoma 
NEW Ls ney tg A BOSTON—SATURDAYS 
CALIFORNIAN ..... Sept. 2 CALIFORNIAN ..... Sept. 16 
*PANAMAN ........ Sept. HH *PANAMAN ........ Sept. 23 
PENNSYLVANIAN ..Oct. 5 PENNSYLVANIAN ..Sept. 30 
DARGEAN 3 cis0cc00.0-00 Oct. 12 DAKOTAN .....cceee Oct. 7 
PHILA.—SATURDAYS 
BT vecccsevccses Sept. 16 BALTIMORE 
NEVADAN ......... Sept. 23 NEVADAN ...ccccved Sept. 16 
*PANAMAN ....... Sept. 30 AMERICAN § .ccccces Sept. 30 
AMERICAN ......... Oct. 7 NEBRASKAN ....... Oct. 14 
MOBILE NEW ORLEANS 

COU sivawonecccece Beet, BE 8 WT .cescvcccevcs Sept. 30 
A GHRAMER. occsccss Oct. 21 A STEAMER ......... Oct. 28 


* Discharges direct at Bellingham, Washington. 


PACIFIC COAST TO EUROPE 
U. 8. Pacific Coast Ports to the Principal Ports of the United 


Kingdom and Continent—Direct Fort- 
nightly Sailings 
Joint Services with 
Hamburg-American Line 


NEW YORK TO HAMBURG 


G.B. TRESOLUTE  ....-ccccccviccccccccccvcccccccccees Sept. 19 
S.S. ¢BAYERN ....... sso oe sewscescceerseecceeesees Sept. 21 
B.S. *MOUNT CLAY  ....cccrcccccccccccvcccccceccecs Sept. 28 
S.B. FRELIANCE .ccvcccccccccccccccccccccccscccccscee Oct. 3 
B.S. CWUERTTEMBERG ....cccccccccccccccccccccccces Oct. 5 
S.B. SMOUNT CARROLL. 2... .cccccscccveccdvccccccces Oct. 12 
8.8. TRESOLUTE ....cccccvcccccccvcccccccccvccccvess Oct. 17 


* Carries third-class passengers. 
+ Cabin and third-class passengers. 

t First, second, third-class passengers. 
PHILADELPHIA TO BREMEN AND HAMBURG 
S.S. STEIGERWALD (via Baltimore, to Hamburg only) — 16 
S.S. A STEAMER (via Baltimore) » 28 

BOSTON TO BREMEN AND cniaieiiion, 
S.S. CALLISTO (via Baltimore and Norfolk) ........... Oct. 3 
S.S. LIGURIA (via Baltimore and Norfolk) 


BALTIMORE TO BREMEN AND HAMBURG 


eee eee ee eee eeeseeee 


S.S. STEIGERWALD (to Hamburg only).............. Sept. 23 
ee ee Te ee aa eee Oct. 10 
ee EE, alec clon pn-omaene-on'e0we-on es qcu eon Oct. 25 
pe eS ae Nov. 8 


NORFOLK AND NEWPORT NEWS TO BREMEN 


AND HAMBURG 
BE. CAREIITD .cecsccccesscvevevevenvcsevedoveseseees Oct. 12 
8.8. LIGURIA 


COOP eee eee EEE HHH EHH OHHH HEE EEEEES 


8.8. ANTIOCHIA ....cccccccccscccccccccsccccecces 
S.S. SACHSENWALD .....ccccccccccscccccccevcesces Late Oct. 


Through bills of lading via Hamburg issued to all Scandinavian 
and Baltic Ports 


U. S. Government Ships 


NEW YORK TO DUTCH EAST INDIES 


Penang, Belawan-Deli, Port Swettenham, Singapore, Batavia, 
Samarang, Soerabaya 

SEU Te DED © i 2s6:0:5.0:0 sic sid ome pindiee-co wees .saemw eile Sept. 23 

Ee NE Gibvn.cao-59160000 caw esenls SuGeee cae neae wes Oct. 16 


Steamers take cargo for Tunis, Alexandria and Syrian Ports. 


General Offices: 39 BROADWAY, New York 
Telephone Whitehall 1020 


WESTERN FREIGHT OFFICE 
Chicago, 327 South LaSalle Street Phone Wabash 4891 


BRANCH OFFICES: 


Baltimore, Maryland Casualty Bldg............ Phone Plaza 7330 
Boston, 40 Central Street................ Phone Congress 3084 
Cleveland, 242 The Arcade...........ceeceeeees Phone Main 2150 
Philadelphia, Bourse Bldg...............-.. Phone Lombard 7050 
Pittsburgh, Oliver Bldg............eeeeeee08 Phone Grant 7431-2 
Rochester, Commerce Bldg............-00+++. Phone Main 7150 


GENERAL PACIFIC COAST AGENTS 
Williams, Dimond & Co., 310 Sansome St., San Francisco 
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GULF PROPORTIONAL ON CRUDE 


The Trafic World Washington Bureau 


Protest by the Standard Oil Company of Louisiana against 
the 10 cent proportional rate on crude petroleum from Minden 
and Princeton, La., to Port Arthur and other Texas gulf ports, 
proposed by the Louisiana & Arkansas in its I. C. C. No. 1201, 
has drawn into the case the Atlantic Refining Co., of Philadel- 
phia, in favor of the rate, the White Oil Corporation of Houston, 
Tex., and the Gulf Coast Lines in opposition thereto. Opponents 
of the rate attach as much importance to it as the Standard of 
Louisiana, although not extending their prophecies as to what it 
would cause, in the way of rate revisions, as far as the Standard. 
The latter said it would break down the rates in the southeast 
and the southwest and force a revision to Atlantic seaboard and 
interior eastern points. 

The Gulf Coast Lines said they regarded the rate, for a 
joint line service, for a haul of 250 miles, so low as to be unre- 
munerative. They said that if it were permitted to become ef- 
fective it might seriously jeopardize the general level of oil 
rates in the southwest, which, according to its views, were 
already on a low plane. 

The White Oil Corporation said the Louisiana & Arkansas 
contended the 10 cent rate was necessary to forestall the build- 
ing of a pipe line. It said that if that was true, and the Com- 
mission allowed it to become effective, there would be many rates 
in south Texas which would be out of proportion with pipe line 
charges. The White said it did not object to carriers meeting 
pipe line competition where their service would not be affected, 
“as in this instance.” 

It directed attention to the Louisiana & Arkansas rate of 
16% cents, applicable on crude for export and coastwise move- 
ment, from the same stations on the Louisiana & Arkansas, to 
make the point that the proposed lower rate would apply over 
a wider destination territory than the higher rate. It suggested 
that surely the Commission would not permit such a discrimina- 
tion as would exist were the 10 cent rate to become operative. 
It admitted that the 1614 cent rate applied over lines differing 
from those embraced within the routes over which it was pro- 
posed to apply the 10 cent rate. But it argued that if the 10 
cent rate be held just and reasonable to Beaumont, Port Arthur 
and East Port Arthur, it must be held just and reasonable to 
Houston, if the port parity was to be preserved. 

The White corporation said it had asked for the extension 
of the 10 cent rate to Houston but that the carriers had de- 
clined on the ground that the rate would be unremunerative, 
although as figured by the protestant, the average distance to 
Houston would be only five miles greater than the average dis- 
tance to the ports to which the rate would apply. It said it did 
not consider a difference of five miles justified a difference of 
61%4 cents in the rates. It said the rate, whether 16% or 10 
cents, should be the same, whether for export or for coastwise, 
because the service was the same. 

In conclusion it said that if the Commission permitted the 
10 cent rate to become operative, it would endeavor to bring 
other rates into line with it. 


The White company’s allegation that the Louisiana & 
Arkansas claimed the 10 cent rate was necessary to forestall pipe 
line competition is confirmed by the justification offered by the 
Louisiana & Arkansas. It said that when it published the 16% 
cent rate to ports reached by the Southern Pacific it was assured 
of a considerable tonnage of crude for coastwise movement and 
for a while it did move large tonnage to Texas City. It lost 
that tonnage, it said, after the Atlantic Refining Company bought 
the production of the Gilliland Oil Company in the Homer- 
Haynesville, La., field. When that acquisition was made, the 
Louisiana & Arkansas said the Atlantic asked the Kansas City 
Southern and the Louisiana & Arkansas to make a rate lower 
than 16% to justify it in shipping crude by rail instead of by 
pipe line. It told the carriers, according to the allegation of 
the Louisiana & Arkansas, that it was its intention to erect, at 
Port Arthur, tanks for the storage of crude at Port Arthur and 
facilities for loading into steamers at that point. 


When the request for a rate lower than 16% cents was not 
granted, B. S. Atkinson, traffic manager for the Louisiana & 
Arkansas, said the L. & A. lost a considerable part of its crude 
tonnage to pipe lines, the Atlantic Refining Company having 
made arrangements to move the crude to Port Arthur by pipe 
lines. An investigation by the Louisiana & Arkansas, Mr. At- 
kinson said, convinced the railroad company the Atlantic could 
move the whole tonnage by pipe line at a cost not exceeding 10 
cents and that if the Louisiana & Arkansas and its connections 
hoped to participate in the business at all, they would have to 
meet that 10 cent rate. 


While he admitted it was a very low rate, he said he figured 
it would pay something more than out-of-pocket cost and that 
in the circumstances he was justified in publishing it. It would 
discriminate against no one, he said, because unless the oil was 
moved by rail on that 10 cent rate, it would move by pipe line 
and no railroad would obtain any of the business. 

The Atlantic Refining Company said suspension of the rate 
would be of no benefit to the protestants but do harm to it be- 
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cause, through its subsidiary, the Atlantic Oil Producing Com- 
pany, it had made arrangements for the movement of several 
millions of barrels of crude by rail based on the assumption that 
the 10 cent rate would be allowed to become operative. It said 
suspension of the rate would be a serious detriment to it and 
deprive the railroads of valuable tonnage and revenue. It asked 
that those asking for the suspension of the rate be advised that 
the rate would be subject to attack upon formal complaint if 
they could show their interests had been in any way placed in 
jeopardy. 

Answering the joint protest of the New Orleans Joint Traffic 
Bureau, the New Orleans Refining Company, Inc., the Mexican 
Petroleum Corporation of Louisiana, the Island Refining Com- 
pany, Inc., and the Liberty Oil Company, asking for the sus- 
pension of the 10-cent proportional rate on crude from stations 
on the Louisiana & Arkansas in north Louisiana, to Port Arthur 
and Texas ports other than Galveston and Houston, the Louisi- 
ana & Arkansas and the Kansas City Southern said they 
claimed the right to meet actual pipe-line competition and that 
primarily the object of the rate was to control the movement 
of crude oil by railroads in train lots from the Homer-Haynes- 
ville field. They said they had lost a considerable amount of 
tonnage to the pipe lines to Port Arthur because the pipe lines 
were carrying at a rate of 30 cents per barrel, or about 10 cents 
per 100 pounds. Prior to the entry of the pipe-line rate into 
the situation, they said they had been carrying between two 
and three trainloads a day on a rate of 16.5 cents. 

“Your respondents contend that they have the right to meet 
the competition of other carriers,” said the Louisiana & Arkan- 
sas and the Kansas City Southern, “and that in doing so they 
do not create a discrimination against any shipper, inasmuch as 
they do not and have not established any lower charge for a 
movement by rail than is available by the use of other carriers, 
the pipe lines. 

“Respondents respectfully submit that the protestants’ peti- 
tion is based solely on sentimental grounds; that the oil com- 
panies signing said petition operate refineries at or in the vi- 
cinity of New Orleans and none of them ships crude oil for 
coastwise movement through any port; that the members of 
the New Orleans Joint Traffic Bureau, other than the refining 
companies, have no interest in the rates on crude oil, because 
they neither produce, consume nor deal in that commodity. 
Respondents admit that the protesting refiners are interested in 
the local rates on crude oil from north Louisiana fields to New 
Orleans, but the local rates are not properly comparable with 
a proportional rate such as the coastwise rate to Port Arthur; 
and, furthermore, the local rates are intrastate and are subject 
to the jurisdiction of the Louisiana Public Service Commission. 

“Respondents deny that their action in publishing the 10-cent 
coastwise rate to Port Arthur will eliminate the New Orleans 
petitioners from engaging in the movement of coastwise traffic 
in crude oil for the reason that there has been no movement 
of crude oil from the points of origin involved, in coastwise 
movement through New Orleans, and that so far as respondents’ 
knowledge and belief go, there is no prospective movement 
through that port; that even if there were, the action of your 
respondents would not be discriminatory because, as already 
stated, the rate published to Port Arthur merely meets the pipe- 
line competition and does not reduce the cost of getting the oil 
to Port Arthur. 

“Protestants admit and show that the distance from these 
points of origin to New Orleans is much greater than to Port 
Arthur and still contend they should have the same rate, not- 
withstanding the greater distance and the further fact that the 
expense of crossing the Mississippi River is necessary in reach- 
ing New Orleans, while no such expense is involved in reaching 
Port Arthur.” 

The respondent railroads said the issue was of great impor- 
tance to them because it was a question of actual tonnage mov- 
ing, while to the protestants it was not of practical importance. 
Therefore, they objected to suspension on the groun4 that the 
damage to them would be irreparable, while no such damage 
would result to the protestants. They have the pledge of large 
tonnage, they said, which they would lose by a sugpension of 
the proposed rate. ? 


WHISKY RATING PROTESTED 
The Trafic World Washington Bureas 


A protest against increased ratings on whisky has been 
made by E. B. Rodman, secretary of the Hill & Hill Distilling 
Company of Owensboro, Ky. He objects to the changes 12 
ratings that would follow were Kelly’s I. C. C. No. 1210 per 
mitted to become effective September 15. As read by him that 
tariff would increase the rating on whiskies in glass, carloads, 
from fourth to second, and on whiskies in wood, from fourth 
to third. ; 

“In our opinion there is no reason for this increase,’ Mr. 
Rodman wrote to the Commission, “as whisky is no longer 4 
luxury, or a beverage, but a medicine and can be sold for no 
other purpose, and the burden of this increased freight rate 
should not be borne by those in need of this medicine.” 
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Muskogee Transfer & Storage Co. 
2—Fireproof Warehouses 


Merchandise and Household Goods 
Stored—Pool Cars Distributed 
Railroad Siding. 





The Logical Distributing Point 
for the Southwest 


General Merchandise, Furniture and Household Goods, 
Storage and Forwarding. 


Light and Heavy Hauling. City Deliveries, Etc. 
Motor Equipment. 
Pool Car Distributing and Forwarding. 
Free Switching on Carload Lots. 


Caddo Transfer and Warehouse Company, Inc. 


615 Market Street, Shreveport, Louisiana 
P. O. Box No. 62 





INLAND MARINE CORPORATION 


Provides 


Low All-Water Freight Rates 
The New York State Barge Canal Route 


From 


New York Harbor Points 


Buffalo, N. Y. 
Cleveland, Ohio 
Chicago, II. 


Detroit, Mich. Milwaukee, Wis. 

Duluth, Minn. St. Paul, Minn. 

Minneapolis, Minn. St. Louis, Mo. 
and 

Points in the Same Rate Territories 

COMPANY’S OFFICES 


Tel. Bowling Green 3516-9 
Tel. Seneca 8203 
Tel. Atlantic 0596 


PORTLAND, OREGON 


OREGON TRANSFER COMPANY 


Established in 1868 


General Transfer and Storage Business 
Four .Warehouses on Terminal Tracks 
255,000 Square Feet 


rae attention given Merchandise Stocks, 

Stovage Accounts and handling of Car- 
loads for Distribution. 

NO SWITCHING CHARGE ON CARLOAD SHIPMENTS 

CHICAGO OFFICE: 123 West Madison Street 


NEW YORK CITY, 15 Moore St 
BUFFALO, N. Y., 522 Ellicott 
MINNEAPOLIS, 20 Builders’ Exchange 








Make this Mammoth Plant 


YOUR CHICAGO WAREHOUSE 


owntown, readily accessible to 
your Chicago trade. Superior 
facilities for prompt out-of-town 
shipments without cartage 


BETTER INVESTIGATE 
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MUSKOGEE, OKLA. | 


TOLEDO, OHIO 


The Toledo Terminal Warehouse Co. 
928-930 GEORGE STREET 
TOLEDO, OHIO 


STORAGE OF MERCHANDISE 
Special Attention to Pool Car Distribution 


PC Tah) Recutar 


FREIGHT 


SERVICE 
BETWEEN 


NEW YORK AND PHILADELPHIA 


and 
MARSEILLES, SPAIN 
GENOA, NORTH AFRICA 


Through Bills of Lading for all ports of Spain, Morocco, 
Algeria, Tunisia, Cette, Nice and Near East 


SOCIETE LES AFFRETEURS REUNIS 


THREE STAR LINE. Inc. 


M. E. Kienappel, 112 W. Adams St. 
23 Bridge St.NY.C. Bowling Green-21I5 
















2M 


t—=\REGULAR SAILINGS 


PHILADELPHIA AGENT: 
Wesenberg & Co., 305 Walnat St 








Immediately we receive advice from you of the forwarding 
of a shipment your interests then become our interests. From 
that time until final delivery is made to your customer 
everything possible is done by us to see that you are given 
no cause for worry or anxiety. 

Satisfaction is the unwritten word over every door in our 
——s. i 
through those doors. 7 

There is no alternative for us—nothing less will do. You 
must be satis 


oH SREP co. 


Detter Warchousemen 
S cE 


omes your portion when your goods pass 


























EXCHANGE RATES 
Now Favor Exportation of U.S. GOODS to CANADA 


Get in early on the REVIVAL OF CANADIAN 
TRADE and remember your Chief Object is to 
sell goods. Our modern WAREHOUSING and 
DISTRIBUTION organization knows how to 
help you. 


Connections throughout Canada 


National Cartage and Warehousing Company, Ltd. 


Vancouver, Canada 


Chicago Representative—Burkharts Warehouse Service 





The largest public warehousing 
unit west of the Atlantic Seaboard 


WESTERN 


WAREHOUSING COMPANY 
Polk Street Terminal, Pennsylvania System 


CHICAGO 
“At the Edge of the Loop” WILSON V. LITTLE, Supt. 
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Personal Notes 





The New Orleans Great Northern Railroad Company an- 
nounces that D. R. Peck is appointed district freight agent, at 
Chicago. 

E. T. Davant is appointed freight traffic agent of The Nash- 
ville, Chattanooga & St. Louis Railway, at Nashville, Tenn. 

James T. Clark, president of the C. St. P. M. & O died 
at his home in St. Paul Sept. 8. 

J. Fred Townsend, of Pittsburgh, has been elected vice-presi- 
dent of the Lake Terminal Railroad, the McKeesport Connect- 
ing Railroad and the Benwood & Wheeling Connecting Rail- 
way. 

C. A. Phillips has been appointed acting freight claim agent 
of the Eastern Steamship Lines, Inc., and the Boston & Yar- 
mouth Steamship Company, Ltd., vice I. L. Boss, who died, at 
India Wharf, Boston, Mass. 

F. E. Scott has been appointed assistant to the director of 
traffic of the Southern Pacific at New York. 

Chairman Lasker of the Shipping Board, September 11, an- 
nounced the appointment of Sanford H. E. Freund and Chauncey 
G. Parker as general counsel of the United States Shipping 
Board and of the Emergency Fleet Corporation. These ap- 
pointments were made following the resignation of Elmer 
Schlesinger as general counsel of the Shipping Board and vice- 
president of the Emergency Fleet Corporation. 

Mr. Freund, who was recently appointed general counsel 
of the Emergency Fleet Corporation, will, in his new position, 
have general supervision and control of admiralty division, the 
contract, opinions, recoveries and special assignment division 
of the Emergency Fleet Corporation, and legal matters of the 
Shipping Board other than claims and litigation. 

Mr. Parker will have control and direction of litigated cases 
throughout the United States, and also supervision of claims 
presented to the Shipping Board. 

Mr. Freund and Mr. Parker have been special counsel with 
the Emergency Fleet Corporation during the past year. 


DOINGS OF THE TRAFFIC CLUBS 


The board of governors of the San Antonio Traffic Club has 
adopted a resolution commending the officers’ and employes of 
railroads who have “so diligently applied themselves to the task 
of keeping freight and passenger traffic moving during the period 
of the shopcrafts’ strike, it being realized generally by the ship- 
ping interests and travelers alike that it was only through their 
efforts that shippers and travelers have not been inconvenienced 
to any appreciable extent.” 


The annual outing of the Traffic Club of Pittsburgh, will be 
held Sept. 16, at Idlewild Park, Pa. 


F. E. Winburn, special representative of the freight claim 
prevention work of the A. R. A., spoke on loss and damage pre- 
vention at the meeting of the Traffic Club of Newark, Septem- 
ber 11. 


INTERLOCKING DIRECTORATES, ETC. 


J. C. McKalip has been authorized to hold, in addition to the 
positions previously authorized by the Commission, the office 
of director of the Pittsburgh, Bessemer & Lake Erie Railroad 
Company. 

John G. Frazer has been authorized to hold office as Direc- 
tor with the Pittsburgh, Bessemer & Lake Erie Railroad Co., 
Bessemer & Lake Erie Railroad Co., Monongahela Southern 
Railroad Co., St. Clair Terminal Railroad Co., Pittsburgh & 
Ohio Valley Railway Co., Etna & Montrose Railroad Company 
and Union Railroad Company. 

F. L. Blendinger has been authorized to hold the position of 
general manager of the Buffalo Creek Railroad in addition to 
positions previously authorized by the Commission. 


N. A. R. U. C. CONVENTION 


The official call for the thirty-fourth annual convention of 
the National Association of Railway and Utilities Commission- 
ers, issued by Carl D. Jackson, president, James B. Walker, 
secretary, and H. G. Taylor, chairman, of the executive com- 
mittee, follows: 


The thirty-fourth annual convention of the National Association 
of Railway and Utilities Commissioners will be held in Detroit, Mich. 
Delegates thereto are hereby called to meet at the Hotel Tuller in 
that city at 10:00 o’clock a. m. on Tuesday, November 14, 1922. 

The date for this convention was fixed by the Association in At- 
lanta for Tuesday, Sept. 26, 1922, but owing to the situation created 
by the coal strikes and the appointment of many state commissioners 
as coal administrators, it was decided by the executive committee, 
on the urgent request of the Public Utilities Commission of Michigan, 
to postpone the convention. This decision was ratified by the mem- 
bers of the association in a poll taken by the executive committee 
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in accordance with the provisions of the constitution, and the date was 
fixed for November 14, the first Tuesday after election day. 

In the third of a century since the foundation of the association 
great things have been accomplished, and the policy of public regu- 
lation of railroads and other public utilities has been firmly estab- 
lished. By getting together and working together in the national 
association the state commissions have reaped the benefit of co- 
operation and have thus been enabled to bring to bear upon Con- 
gress, the courts and the Interstate Commerce Commission the full 
weight of their combined influence. 

Inherent in our system of government is dual control—federal 
and state—and the difficulty of harmonizing these functions has been, 
perhaps, in no other field of public activity so pronounced as in the 
regulation of railroads. For years the state commissions have had to 
resist the gradual encroachment of the federal power, which under 
legislation and court decision has been broadened so as to permit 
the federal commission to fix rates within a state to conform to the 
level of interestate rates—the decisions of state courts and commis- 
sions to the contrary notwithstanding. The tendency in this direction, 
so pronounced since the world war and so unduly emphasized in the 
transportation act of 1920 and its interpretation by the Interstate 
Commerce Commission, must be checked. The states cannot afford to 
yield further, and, indeed, must work to get back some of the jurisdic- 
tion which has been taken from them. 

The United States Supreme Court itself has leaned toward this 
view in its decision, rendered since our last convention, in the Wiscon- 
sin rate case. In that decision it recognized the co-operative clause 
of the transportation act and pointed out the advisability of co- 
operation between federal and state authorities. For years both federal 
and state commissions have officially favored a policy of co-operation, 
and during the last few month steps have been taken to put it into 
effect. The Interstate Commerce Commission, acting through its 
chairman, and the national association, acting through President Jack- 
son and the executive committee, have agreed upon a tentative pro- 
gram to make such co-operation effective. The importance of this 
step cannot be over-estimated. It embodies more of constructive 
work, more of hope for future harmony, than any previous achieve- 
ment of the association. Hon. C. C. McChord, chairman of the Inter- 
state Commerce Commission, will address the Detroit convention on 
what that commission has done and proposes to do in this direction. 
It is hoped that the co-operative principle may be firmly established 
along proper lines, with complete recognition of the importance of 
state regulatory jurisdiction. 

Chairman McChord’s address will be delivered on the afternoon of 
Tuesday, Nov. 14, the opening day of the convention. It will be fol- 
lowed by a discussion of “Possible Changes in the Transportation 
Act.”? There will be an address by Hon. Walter H. Newton, of Minne- 
sota, author of a bill to amend that act, and the discussion will be 
led by Hon. H. G. Taylor, head of the Nebraska Commission and 
chairman of the executive committee of the association. 

At the morning session of the same day the convention will be 
formally welcomed by Hon. Alexander J. Groesbeck, governor of 
Michigan, and by Hon. James Couzens, mayor of Detroit. 


The program for the four days of the convention includes many 
other interesting events. Nearly all state commissions are interested 
in the proper policy for the regulation of the great and growing tele- 
phone business. At the morning session of Wednesday, Nov. 15, there 
will be a symposium on ‘What Constitutes Sound Public Policy in 
Telephone Regulation.’’ H. B. Thayer, president of the American 
Telephone and Telegraph Company, will deliver an address on regu- 
lated monopoly, and Frank B. McKinnon, president of the United 
States Independent Telephone Association, will speak on regulated 
competition in telephones. The public viewpoint will be presented by 
Hon. Clyde M. Reed, chairman of Public Utilities Commission of Kan- 
sas and a member of the executive committee of the association. 


In all undertakings which embrace the activities of separate 
agencies it is well to get the views and understand the problems of 
“the other fellow.’’ Accordingly the association has invited representa- 
tives of ‘‘the regulated’’ to address the convention. On Thursday, 
Nov. 16, at the morning session, Hon. Henry L. Doherty will discourse 
upon “Gas;’’ Hon. M. H. Aylesworth, executive manager of the 
National Electric Light Association, will deliver an address on ‘Public 
Relations;’? Martin J. Insull, president of the Middle West Utilities 
Company, will talk about utility problems, and Frank J. Smith, 
president of the National Electric Light Association and vice-presi- 
dent of the United Electric Light and Power Company of New York, 
will speak of the work of furnishing light and power in the metropolis. 


Two ’Round Tables are on the schedule—those popular informal 
conferences instituted by Hon. E. I. Lewis when chairman of the In- 
diana commission, now a member of the Interstate Commerce Com- 
mission. The first, to be held on the afternoon of Wednesday, Nov. 
15, will be on the subject, ‘‘State and Federal Regulation in Connection 
with Depreciation.”’ As affecting telephones, addresses will be made by 
Hon. Frank S. Fowler, expert of the Interstate Commerce Commission, 
and by Hon. T. A. Browne, of the Nebraska commission and chair- 
man of the special committee on telephone depreciation of this associa- 
tion. As affecting power companies, addresses will be made by Hon. 
O. C. Merrill, executive secretary of the Federal Power Commission, 
and by President Jackson, of the association. 


In the evening of Wednesday, Nov. 15, there will be a ’round 
table conference on ‘‘Rural Extensions of Electric Light and Power 
Service.” Hon. Henry G. Wells, of the Massachusetts Department of 
Public Utilities, will present the report of the committee on service 
of public utility companies, and there will be addresses by Hon. 
Sherman T. Handy, of the Michigan Public Utilities Commission, 
Hon. H. A. Russell, of the Kansas Public Utilities Commission, and 
other state commissioners interested in this subject. 


There will be reports by all standing and special committees of 
the association, generally in the order in which they appear in the 
list attached to this call. Hon. E. V. Kuykendall, of the Washington 
Department of Public Works, as chairman, will present the report 
of the new standing committee on motor vehicle transportation. 
Washington is one of the states which has taken the lead in regulating 
this class of public utility. 


The very hospitable Public Utilities Commission of Michigan will 
provide great things in the way of entertainment. Hon. Sherman ey 
Handy, who had been active for that commission in arranging for 
the convention, announces boat rides, a banquet, a theatre party and 4 
sight-seeing tour of Detroit. 

The officers of the association and the executive committee regard 
the coming convention in Detroit as the most important since the 
close of the world war—if not in the entire history of the associa- 
tion—and they earnestly urge each commission belonging to the 
association to be represented at Detroit and to send as many dele- 
gates as possible. ; 

Commissioners are urged to make hotel reservations in advance, 
writing direct to The Hotel Tuller, Detroit. Applications should be 
made at least a month before the convention. 
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“Ship by Water” 


PROMPT, REGULAR SERVICE VIA 


WILLIAMS LINE 


Los Angeles Harbor, San Francisco, 
Portland, Seattle and Tacoma 


FROM 


New York, Baltimore 
Norfolk, Philadelphia 


Thru bills of lading issued to 
San Diego, Oakland, Stockton, and Sacramento, Calif.; 
Hawaiian and Far East Points; Astoria, Ore.; Grays Harbor 
and Puget Sound Ports, Wash.; Vancouver and Victoria, B.C. 


For rates, Dates of Sailing and other information apply to 


WILLIAMS STEAMSHIP CO., Inc. 


Moore and Water Streets, New York Telephone, Bowling Green 7394 


Baltimore, Md. Philadelphia, Pa. Pittsburgh, Pa. © Cleveland, Ohio 
39 South St. Drexel Bldg. Oliver Bidg. Marshall Bldg. 
And at our Branch Offices at ports of call, etc. 


ROUTE YOUR CARGO VIA 


Mobile=Gulfport=Pensacola 
SHORT LINE EXPORT OUTLET 


From Mississippi Valley and Ohio Valley Points 
Liner Service: Liverpool, Manchester, Glasgow, 
Belfast, Dublin and Bristol Channel Ports 
Hamburg and Bremen 
We Solicit General Cargo 


LIVERPOOL AND MANCHESTER 
- COAHOMA COUNTY. .Sailing from Pensacola Sept. 8 
- COAHOMA COUNTY. .Sailing from Mobile Sept. 15 
LIVERPOOL AND CARDIFF 
Sailing from Gulfport Sept. 21 


- WILDWOOD Sailing from Mobile Oct. 15 


LONDON AND GRANGEMOUTH 


Sailing from Pensacola Sept. 12 
e . HARDAWAY Sailing from Mobile Sept. 20 


LONDON AND NEW CASTLE 
.S. EFFINGHAM Sailing from Gulfport Oct. 2 
. EFFINGHAM Sailing from Mobile Oct. 15 
HAMBURG AND BREMEN 
Sailing from Mobile Sept. 8 
Sailing from Pensacola Sept. 10 


Sailing from Mobile Sept. 30 
- CLAVARACK (or Sub.) Sailing from Mobile Late Oct. 


GENOA 
A-1 STEAMER Due Mobile late Sept. 


BARCELONA—VALENCIA 
A-1 STEAME Due Mebile about Sept. 15 


. OPORTO__CADIZ._ BILBAO 
U.S.S.B.” S.S. CARDONIA Due Mobile Oct. 1st 
Waterman Steamship Corporation 
“Operating United States Government Ships” 
MOBILE, ALABAMA 
Our Service Backed by 18 Years’ Experience 
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s * 
New York-Baltimore-San Francisco 
VIA PANAMA CANAL 
PASSENGER AND FREIGHT SERVICE 
Calling at Manzanillo, San Jose de Guatemala, Acajutla, La Libertad, Corinto, 
I Zone, Havana, Baltimore, Norfolk, New York, and Philadelphia. 
WESTBOUND SAILINGS EASTBOUND SAILINGS 
New York Baltimore Norfolk San Francisco LosAngeles 
ECUADOR . . Sept.26 Sept.20  ...... SANTA MALTA, Sept. 20 Sept. 22 
SANTA PAULA, Oct. 7 Oct. 3 Oct. 5 VENEZUELA . Oct. 5 Oct. 7 


COLOMBIA . Oct.17 Oct.3 Oct.6 SANTACLARA, Oct.8 Oct. 10 
Thereafter every 10 days 


OFFICES: 
Eos +00 o.<0 Hoge Building Norfolk... . Southgate Fwd. & Stg. 
Baltimore . Continental Building Cleveland . .. . 613 Engineers Bldg. 
Pittsburgh ...... Century Bldg. 


PANAMA SERVICE 


Between San Francisco, Los Angeles, Mexico, Central America and os Zone 
S.S. NEWPORT sails from San Francisco Sept. 2 
and Sailings about every 22 days thereafter 


PACIFIC MAIL S. S. COMPANY 


10 Hanover Square, New York 508 California St., San Francisco 
503 So. Spring St., Alexandria Hotel, Los Angeles 


“The Sunshine Belt to the Orient’ 


- TRANS-PACIFIC SERVICE 
San Francisco to Honolulu, Yokohama, Kobe, Shanghai, 
Hongkong and Manila 


Passenger and Freight Sailings by New and Luxurious U. S. 
Shipping Board Liners: 


S.S. President Lincoln (-seccicrstue) . Sails Sept. 23 
§.S. President Pierce (voce) . . . Sails Oct. 3 
S.S. President Cleveland («cctsen'ste”) Sails Oct. 14 
§.S. President Wilson (-corre'ste) . Sails Nov. 2 


and every 14 days thereafter 





Through bills of lading issued to and from points beyond ports of call 


For rates and other information apply to any railroad or tourist agency, or to 


PACIFIC MAIL STEAMSHIP CO. 


508 California St., San Francisco 10 Hanover Square, New York 
3 So. Spring St., Alexandria Hotel, Los Angeles 


es Agents: U. S. SHIPPING BOARD 


NAWSCO LINES 


recuuakR INTERCOASTAL service 


PORTLAND 
BOSTON 
PHILADELPHIA 


and 


NEW YORK 
BALTIMORE 


LOS ANGELES 
SAN DIEGO 

SAN FRANCISCO 
OAKLAND 


PORTLAND 
ASTORIA 
SEATTLE 
TACOMA 
VANCOUVER 


NORTH ATLANTIC AND WESTERN S.S. CO. 


Owners and Operators, U. S. Shipping Board Ships 
BOSTON: 111 Summer St. 


NEW YORK: 11 Moore St. BALTIMORE: American Bldg. 
PHILADELPHIA: 136 So.4thSt. PITTSBURGH: 601 Bessemer Bldg. 
PORTLAND: 36 Exchange St. CHICAGO: 112 W. Adams St. 


or ADMIRAL LINE Pacific Coast Ports 











612 





Questions and Answers 


In this department will be answered questions of both legal and 
practical nature that confront persons dealing with traffic. A specialist 
on interstate commerce law, whois a member of ourlegal department, 
will give his opinion in answer to any simple question relating to the law H 
of interstate transportation of freight. A traffic man of long experience 

wide knowledge will answer questions relating to practical traffic 
ems. We do not desire to take the place of the trafficmanbutto . 

“ ip him in his work. Persons desiring immediate answer by mail or 
wire or a more elaborate treatment of any question—by the citation of i 
authorities ‘n a legal opinion, for instance—may obtain this kind of 
private service by the payment of a reasonable fee. The right is re- 
served to refuse to answer in this department any question, legal or 
traffic, that it may appear to us unwise to answer or that involves a | 
situation too complex for the kind of investigation herein contemplated. 

Address Questions and Answers Department, 
Traffic Service Corporation, Colorado Building, Washington, D. C. 
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Application of 10 Per Cent Reduction in Rates on Agricultural 
Products 


Virginia. —Question: A car of cow peas is billed from Eliza- 
beth City, N. C., to Nashville, Tenn., in May, 1922, rated class 
D, less 10 per cent, or 38% cents, as published in J. J. Cottrell’s 
I. C. C. 348, Supplement No. 3, effective March 2. The bill 
of lading carried the above rate and route via Norfolk Southern- 
Norfolk & Western-Southern, clo Tennessee Central. Rate is 
not applicable via Norfolk, but via Charlotte, N. C., clo South- 
ern Railway, clo Tennessee Central. 

Agent Cottrell in issuing supplement 3 to his I. C. C. 348 
intended to restrict the 10 per cent reduction to apply on cow 
peas when moving on commodity rates, carloads, and while his 
supplement does not show it, he states that the tariff filed with 
the Commission did carry the restriction. 

Under the above conditions, what would be the correct rate 
to apply? 

Answer: Item 32, Cottrell’s I. C. C. 348, provides that rates 
named therein from points on the Norfolk Southern Railroad 
will not apply via Norfolk. When the shipper tendered billing 
to the carrier with the rate applicable via another route shown 
therein, the agent should have inquired of the shipper whether 
the rate or the routing was to be observed, since not both could 
be followed. Having failed to pursue this course, the agent is 
guilty of misrouting, and the rate contracted for must be pro- 
tected. See Conference Ruling 474-C. 

Section 10, item 1, list 2, under the heading of “Articles 
on Which Reduced Rates Will Apply,” supplement 3 to above 
tariff, specifically includes “Peas, Cow,” without restriction to 
commodity rates only. This same section and item includes 
“Peas (other than cow peas)”, as being also subject to the 10 
per cent reduction, but restricts the same to apply only to com- 
modity rates on such peas. Cow peas are not so restricted, and 
the 10 per cent reduction is, therefore, applicable to cow peas 
moving on either class or commodity rates. We find the rate on 
cow peas, carloads, from Elizabeth, North Carolina, to Nash- 
ville, Tennessee, when moving via the N. S., Southern Railway, 
c/o Tennessee Central, to be 381% cents per 100 lbs., and that 
under Conference Ruling 474-C this rate must be protected. 


Tariff Interpretation: When Routing Is Provided in Tariff, 


Rates May Not Be Applied Via Routes Not Shown 


Kansas.—Question: Southwestern Lines Tariff 15-K, I. C. C. 
1448, carries the following clause on title page: “Rates apply 
from all points specified to all points specified, via all lines par- 
ties, unless specifically provided to the contrary in Items 110 to 
1900, inclusive, or in other individual items.” 

Under Item 620, page 58, under the heading of “Midland Val- 
ley Railroad Company,” the following routing and exception ap- 
pears in connection with the A. T. & S. F. Railway: “Rates to 
and from all points on the Midland Valley (except Tulsa, Okla- 
homa) will apply in connection with the A. T. & S. F. via Tulsa, 
Oklahoma.” 

Shipment in question routed A. T. & S. F. Railway, Wichita, 
c/o the Midland Valley by shipper. Does the fact that Item 620 
is not negative in its application permit rate to apply via Wich- 
ita and the Midland Valley Railway? What effect, if any, does 
Conference Ruling No. 4, paragraph “J”, Circular 18-A, have on 
the question? 

Answer: Inasmuch as the routing provisions and restric- 
tions of Items 110 to 1900, inclusive, are all “Exceptions to the 
General Application of Rates,” and the clause on the title page 
to which you refer, specifically authorizes the application of the 
rates in that tariff “from all points specified to all points speci- 
fied, via all lines parties,” this clause must be a part and parcel 
of the General Application of Rates, and the routing positively 
provided in Item 620 is an exception to such general applica- 
tion. In other words, the routing between the A. T. & S. F. 
and the M. V. is wide open, according to the forepart of the 
clause on the title page, but if the routing is restricted in that 
part of the clause reading “unless specifically provided to the 
contrary,” then the forepart of the clause fails of effect, for it 


must be admitted that the forepart of this clause is subject to 
the latter part. 
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In Item 620 we find specific routing between points on thege 
two lines, and the final analysis shows we have nothing left in 
the tariff for our purpose, except that in connection with the 
A. T. & S. F., “Rates to and from all points on the M. V. (except 
Tulsa, Oklahoma) will apply via Tulsa, Oklahoma.” Rule 4-J, 
Tariff Circular 18-A, provides that when routing is specified in 
the tariff, rates may not be applied via routes not specified. We 
think this application comes within the meaning of that rule. 

The difficulty in interpreting these applications in Leland’s 
Tariffs is the ease with which “positive” and “negative” appli- 
cations may be confused, under the Commission’s rules for pub- 
lishing tariffs, if is not necessary for a publishing agent to show 
non-application of rates via all undesirable routes. If it pub- 
lishes the route over which it cares to handle the business and 
provides that the rates “Will Apply” via certain routes, it has, 
by omission, provided that rates “Will Not Apply” via all other 
routes just as effectually as if it had incorporated the negative 
applications in the tariff for each and every undesirable route. 

If the carrier publishes joint rates between two points and 
provides no routing in the tariff, according to Rule 4-J, rates 
will apply via all routes formed of lines parties to the tariff, and 
the forepart of the clause on the title page of Leland’s I. C. C. 
1448 adds nothing to the tariff which would not be added by 
Rule 4-J. Having published the tariff without routing instruc- 
tions and incorporated therein such provisions as “Rates be- 
tween A. T. & S. F. and M. V. Will Not Apply Via Tulsa, Okla- 
homa,” the rates named therein most assuredly WILL apply 
via Wichita, for the carrier in that case would have attempted 
to restrict routing by the negative, instead of the positive, proc- 
ess, and wherever it fails to provide a negative application, the 
route is open. For example, Item 448 of Leland’s I. C. C. 1448 
provides that on paper from International Falls, Minnesota to 
Oklahoma, rates WILL NOT APPLY via the G. N. Railway via 
Sioux City, Iowa. This is a negative application, and the rates 
on paper will apply in connection with the G. N. through any 
other junction. 

In view of the above facts, rates in Leland’s I. C. C. 1448 
between A. T. & S. F. and M. V. will not apply via Wichita 
because Item 620 specifically provides they WILL APPLY via 


Tulsa. 4 iele 


Owner Liable for Balance of Storage Charges Where Amount 
Realized From Sale Is Less Than Charges 


New York.—Question: Shipment forwarded consignee at 
certain point, not accepted by consignee, was stored by carrier 
in a public warehouse and finally disposed of through an auction 
sale by the warehouse company. The amount realized was not 
sufficient to compensate the storage company for outlay of 
freight and accrued storage charges. 

Has the warehouse company recourse upon the shipper for 
the difference between the amount realized at public sale and 
the amount of freight and accrued storage? If so, will you 
kindly cite authority? 

Answer: This matter is apparently regulated by statute in 
some of the states, as for instance, section 2600 of the Civil 
Code of 1912 of the State of South Carolina provides, in effect, 
that when property sold fails to bring storage expenses, the 
owner is liable for the balance of the charge. ™ 

However, even in the absence of statutory provision, it is 
our opinion that recovery could be had for the difference be- 
tween the amount of the storage charges and the sum realized 
from the sale of the goods, where the goods are sold in accord- 
ance with the law. 


Telegrams Relating to Shipments—Payment For 


California.—Question: Page 410, Traffic World, August 19, 
last item under “Help for Local Freight Agents.” The query 
was, “should the reply be sent at carrier’s expense?” Your 
answer says not unless tariffs so provide and then you quote 
Conference Rulings, especially 327, which allows replies to ship 
pers’ inquiries to be sent at carriers’ expense. You lmay desire 
to correct yourself. If wrong please correct me. ; 

Answer: It is only the payment for messages of the ship- 
per by the carrier which, under the te conference 
rulings, must be authorized by tariff. Replies to /shippers’ i0- 
quiries, as you state, may be sent at the carriers’ expense an 
without tariff authority therefor. 

Returned Empty Carboys—Stopper Not Necessary 
- New York.—Question: The answer to the question “Should 
empty carboys in carload lots be equipped with stoppers, 
shown in your column “Help to Local Freight Agents,” in the 
issue of August 19, 1922, is incorrect. 

Stoppers are not required, but the carbons must be thor 
oughly drained, as you will note by referring to question 55 2 
the Accident Bulletin No. 54 of the Bureau of Explosives. 

Answer: Paragraph 1895 (b) of the Interstate Commerce 
Commission’s Regulations for the Transportation of Explosives 
and other dangerous articles, as revised effective Dec. 15, 1921, 
reads as follows: ; 

“Carboys previously used for the shipment of corrosive 
liquids, when presented to carriers for transportation, in a 
load and less-than-carload shipments as ‘empty carboys,’ mus 
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be thoroughly drained. Whenever practicable they should not 
be loaded in cars containing valuable or perishable freight.” 
As you state, under this revised provision stoppers are not 


required, nor is it necessary to use plaster of Paris over the 
necks of carboys. 


Sale of Goods for Freight Charges 


Ohio.—Question: On October 19, 1920, we made a shipment 
of two paper boxes weighing 46 pounds to A, Ind., via express. 
On Nov. 6, 1920, we received a notice from the agent of the 
express company at A, that this shipment was on hand, con- 
signee unknown. Upon receipt of this notice we gave the agent 
the necessary information, and since that time we have never 
heard anything further regarding the shipment. 

In April, 1922, the matter was again brought to our minds 
and we immediately took the matter up with the express com- 
pany to find what disposition had been made of the shipment. 
In reply to our inquiry of April, 1922, we were informed that 
notice had been sent to us Oct. 21, 1920, again Nov. 6, 1920, 
and that our instructions of Nov. 12, 1920, were carried out and 
that shipment was refused and was then held at destination 
until June 21, 1921, at which time it was sent to the On Hand 
Sales Bureau, Chicago, Ill., to be sold, and that notice of sale 
was mailed to us from that point on June 10, 1921. As they 
had never received a response thereto, the shipment was sold 
and net proceeds of $3.01 realized. $3.01 is offered us as a set- 
tlement, but we have not accepted this amount as yet. 

For some reason or other notices of Oct. 21, 1920, and June 
10, 1921, were either not received or were lost or destroyed 
before any action could be taken, and it was not until Aug. 
29, 1922, or almost three years later, that we were informed of 
the disposition of this shipment. 

It appears to us that the two notices we received were not 
sufficient and even if we had received the four notices as 
claimed sent by the express company that we are obliged to 
take a loss of approximately $50.00. 

Your advice as to whether we can recover any of this loss 
will be greatly appreciated. 


Answer: Rule 8 (A) of Official Express Classification No. 
27 reads as follows: 


In the event of non-delivery of a shipment by reason of the con- 
signee’s refusal to accept it, or by reason of consignee or consignee’s 
address being unknown, written notice thereof must immediately be 
given to the consignor, if known, by the Agent at destination. 


Apparently no notice in accordance with this rule was given 
you after the refusal of the shipment by the consignee, the 
name of whom was, as we understand it, furnished by the carrier 
in your letter of Nov. 11, 1920. 

However, if notice of the sale was sent by the carrier and 
received by you, but no attention was paid thereto, and the 
sale was conducted strictly in accordance with the provisions 
of the state statute authorizing such sale, there was, in our 
opinion, a waiver of the failure to send a notice of the refusal 
of the goods by the consignee and a ratification of the sale. 


Whether the notice of sale was sent and received is a ques- 
tion of fact. 


Routing—Duty of Shipper to Specify Delivery Desired 

Illinois —Question: Jan. 6, 1922, we shipped a car of coal 
to Gary, Indiana, and our shipping clerk routed this car C. & EB. 
I. instead of C. & E. I.-Chicago Heights-M. C. 

The C. & E. I. Railroad Company accepted the shipment and, 
without being authorized, delivered car to the Indiana Harbor 
Belt Railroad, who protect the same rate to this point as the 
Michigan Central. 

Owing to this delivery, extra charges amounting to $72.00 
accrued. We are endeavoring to collect from the Railroad Com- 
pany on the grounds that they were in error in making delivery 
of car to the I. H. B. without authorization. Our efforts to col- 
lect to date have been futile. Would be pleased to have you 
advise authorities for collection of an item of this kind. 

Answer: Under the ruling of the Commission in Ohio Iron 
& Metal Co. vs. C. M. & St. P., 28 I. C. C. 702, and Curtiss & 
Yale vs. C. & N. W., 47 I. C. C. 12, it is the duty of the shipper 
to specify the particular delivery required and he is therefore 


liable for the additional charges resulting from his failure to 
do so. 


Combination of Rates: In the Absence of a Joint Through 
Export Rate, Lowest Combination Available and Not Re- 
stricted to Domestic Traffic Applies 


Illinois —Question: In checking in the rate on broom corn 
from Syracuse, Kansas to New Orleans for export to Havana, 
Cuba, there are two rates in effect. Both on combination over 
Kansas City. One being a domestic rate and the other an export 
rate, the domestic rate even with the transfer at New Orleans, 
make lower than the shipside export rate. The Santa Fe quotes 
a rate of 56% cents from Syracuse to Kansas City. The C. B. 
& Q. quotes a 68 cent domestic rate from Kansas City to New 
Orleans, which with the addition of a 5 cent transfer at the 
port, makes a shipside rate of $1.29%. Boyd’s Tariff 1016-A 
shows an export rate from Kansas City to New Orleans, ship- 
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side, of 781% cents, which when added to the 56% cent rate ap- 
plying upon Syracuse to Kansas City, make a through rate of 
$1.35 shipside, which is higher than the domestic rate. 

Which combination in this instance should be applied. | 
am interested in getting an authoritative opinion on this matter. 

Answer: We do not locate a case in which the Commission 
has specifically dealt with a situation of this sort, but we are 
of the opinion that if the domestic rate factors are not restricteq 
in their application to domestic commerce, the provisions of 
Rule 5-C, Tariff Circular 18-A obtain. This rule provides “if no 
specific rate from point of origin to destination of a through 
shipment is provided * * *, the lowest combination of rates 
applicable via the route over which the shipment moves is the 
lawful rate for that shipment.” 

Of course, if either of the domestic factors making up the 
lower combination is restricted in its application to domestic 
commerce, that combination would not apply to export traffic, 


Ex Parte 74: Application of Percentage Increase to Joint Inter. 
Group Rates, Which Rates Are the Equivalent of the Com. 
bination of Locals 
Ohio.—Question: The Commission in Advance Rate De- 

cision, Ex Parte 74, said: “Where rates are constructed by the 

use of combinations upon gateways between any two groups the 
through rates should be increased by applying to each factor 
its respective percentage.” Does this apply to combination 
rates when published in the form of a through rate as in Item 

6210 on page 317 of W. J. Kelly’s Tariff 105-N, I. C. C. 814? 
Note that Special Supplement No. 20, Note 14, provides an 

increase of 33% per cent on this through rate. Also, that in 

reissuing rate in Item 6200, page 348, of Tariff 105-0, I. C. C. 1233, 

the factor up to junction points has been increased apparently 

40 per cent, and the factor beyond, 35 per cent. Is not 3314 per 

cent of the through rate the correct amount of increase to be 

applied in this instance? 

Answer: In publishing the percentage increases author- 
ized by the Ex Parte 74 decision, the Commission prescribes 
two methods of applying the increase as to rates applying be 
tween different rate groups. Paragraph (1) of its “Conclusions” 
reads, “Where rates are constructed by the use of combinations 
upon gateways between any two groups, the through rates 
should be increased by applying to each factor its respective 
percentage,” and paragraph (3) “Joint or single-line through 
rates between points in one group and points in other groups 
should be increased 33144 per cent.” 

In the class of cases, such as you mention, where the joint 
through rate is published by incorporating in the tariff the 
factors to and from the gateway, we have a mixture of the 
elements of paragraphs 1 and 3 above quoted. The rates were 
first constructed on combination, but were published as joint 
through rates. Before the reissue it was proper to apply 33% 
per cent to such through rate, in accordance with paragraph 
(3), but when it came to reissue of the tariff, the carriers have 
followed the plan of paragraph (1) in many instances. 

The complication is due to the fact that the joint through 
rates, before the advance, were the equivalent of the combina- 
tion of locals to and from the gateway. Where they were not 
equal to each other, there was no confusion—the 33% per cent 
being applied both before and after reissue. 

In reissuing tariffs which contain through rates made by a 
rule directing two or more locals to be added, or where the 
locals were set forth and then added, the carriers have tried 
generally to restore and continue the pre-existing relationship 
by making the current joint through rate equal the sum of the 
locals. In doing this, therefore, they were obliged to apply the 
individual group increase to each factor according to the group 
in which that factor obtains. . 

While it might have been in accord with the decision if the 
carrier had increased each factor 3314 per cent, it would have 
effectually destroyed the previous relationship of the through 
rate to the combination, and we know of nothing t# prevent such 
readjustment with the reissue of the special supplements. I 
fact, the Commission recognized that many readjustments would 
be desirable and its findings were without prejudice to such as 
would stand unless shown to be unreasonable, fete. 


Diversion: Right of Consignor to Divert Shipment Moving on 
Straight Bill of Lading 


Tennessee.—Question: Carload shipment is consigned on 
straight bill of lading and bill of lading is mailed to consignee. 
Shipper subsequently instructs the railroad agent to reconsigi 
car to another consignee at different destination. This is done 
by agent on the promise that lading would be recalled and sul 
rendered. : i 

Consignee (to whom originally consigned) insists on retail 
ing lading and claims railroad is responsible to him for value 0 
same. Is his contention correct? _ 

Answer: The true owner of a shipment has the right - 
have it diverted in transit or reconsigned after arrival at 7 
nation, and the carrier must comply with the instructions © 
the lawful owner of the goods for diversion of a shipmet 
whether he be the consignor or the consignee. and # 

Where a bill of lading shows a general consignment an 
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not made to shipper’s order or with other reservation, in accord- 
ance with the decisions of the courts, the title to the goods is 
prima facie in the consignee and the carrier, before diverting a 
shipment, is entitled to be furnished with evidence of the own- 
ership of the person making the request for diversion, the 
inference being that, as to shipments moving on straight bills 
of lading, no right on the part of the consignor to divert the 
shipments exists, unless title to the shipment has been re- 
served by the consignor. The burden of determining the 
true owner should be and apparently is upon the carrier. What 
proof of ownership will justify a carrier in diverting a shipment 
will necessarily vary with the circumstances under which a 
diversion is made. 

Whether, in the instant case, the carrier is liable depends 
upon whether or not the title to the goods had been reserved 
by the consignor or whether it had passed to the consignee. 

Freight Charges—Liability of Consignor for Louisiana.— 
Question: A carload of gasoline was shipped from a point in 
Louisiana to a point in Arkansas consigned to a refinery. 
Under the contract of sale, the freight charges were to be paid 
by the consignee. The consignee received the shipment, but, 
before the freight charges were collected, the consignee went 
bankrupt and was liquidated, in consequence of which the con- 
signor is now called upon to pay the freight charges upon the 
shipment. It strikes me that a recent decision of some court 
decided that, in instances of this kind, the consignor is not 
held responsible for the payment of the freight charges. I 
would appreciate it if you would give me an opinion on this 
matter. 

Answer: In a recent decision rendered by the Supreme 
Court of New York, namely N. Y. C. R. Co. vs. Federal Sugar 
Refining Co., 194 N. Y. S. 467, it was held that freight charges 
could not be collected from the consignor because of the in- 
solvency of the consignee. This decision, however, is apparently 
limited in its application to shipments moving on order notify 
bills of lading and furthermore is not in accord with the weight 
of authority which is to the effect that the consignor as the 
party who entered into the contract of shipment is primarily 
liable for the freight charges. 


Freight Charges—Liability of Consignor for California— 


Question: Traffic World, issue of August 12, page 354, contains 
the following notice: 

“Cannot bind itself not to collect charges from consignor, 
as it would permit discrimination. 

The consignor is primarily liable for the carrier’s charges, 
and under interstate commerce act (U.. S. Comp. St. 8563, et 
seq.) the carrier cannot bind itself to collect the charges from 
the consignee, and not from the consignor, to permit which 
would permit discrimination between shippers, which that act 
was intended to prevent.——New York Central T. Co. vs. Federal 
Sugar Refining Co., 194 N. Y. S. 467.” 

Will you please let us know if this decision by the Su- 
preme Court had the effect of nullifying that part of section 
7 of the standard bill of lading, which provides that the consig- 
nor can agree with the carrier that the freight charges shall 
be collected from the consignee only. 

Answer: The statement of the court in paragraph 2 of the 
case to which you refer is more or less dictum in that the de- 
cision deals particularly with a shipment moving on an order 
notify bill of lading, and the case is therefore not determinative 
of the question as to whether or not the consignor can be held 
liable for the freight charges, in the event the consignor stipu- 
lates under the present form of bill of lading that the freight 
charges are to be collected from the consignee. 

Recovery Against Rail Carrier of Prepaid Ocean Freight 
Charges Ohio.—Question: Kindly give us your opinion as to 
the right of shipper to recover overcharge from the initial line 
in the following case: 

In June, 1920, a shipment was consigned to New Orleans 
for export. Bill of lading was issued by the rail line covering 
the entire journey, and the rail line collected full freight charges 
to final destination. 

The shipment arrived in New Orleans in June, 1920, and was 
to have been forwarded on a vessel which was leased by an 
operating corporation from the U. S. Shipping Board. This 
vessel, owing to an accident which occurred in the foreign port, 
did not return to New Orleans, and another vessel was substi- 
tuted. In the meantime, the operating corporation had met with 
financial difficulties and was unable to take the vessel out of 
New Orleans, the rail line, in October, 1920, deliverd this prop- 
erty to the Chalmette dock in care of said operating corporation. 
The property was loaded on the vessel, but some months 
later was unloaded and stored in a warehouse at New Orleans, 
being sold at New Orleans in June, 1922. 

Claim has been made upon the rail line for refund of 
freight charges beyond New Orleans, but declined on the ground 
that the rail line had no recourse but to pay this money to the 
operating corporation and cannot now recover, citing the fol- 
lowing bill of lading clause: 

“This contract is executed and accomplished and all liability 
hereunder terminates on delivery of said property to the steamer, 
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her master, agent or servants or to the steamship company or 
on the steamship pier at the said port, and the inland charges 
shall be the first lien, due and payable by the steamship con. 
pany.” 

The ultimate loss to the shipper was several times the amount 
of the total freight charges. Can the rail line be held for ql 
or any of the freight charges which were paid by the shipper? 

Answer: A common carrier by rail may under the law, de. 
mand the prepayment of its freight charges as a condition pre. 
cedent to the acceptance and carriage of goods. As to carriage 
by ocean carriers, the general rule is that, in the absence of 
special agreement, freight is due and payable upon delivery of 
the goods at their destination. 

In the instant case it appears that freight charges were pre. 
paid through from point of origin to the destination beyond the 
port of export, whether on demand of the rail carrier or volun. 
tarily on the part of the shipper does not appear, and that the 
rail carrier having collected full prepay, including the ocean 
freight charges, upon delivery of the shipment to the ocean 
carrier, paid to that carrier that part of the total prepaid freight 
charges which represented the amount of the charges accruing 
beyond the port of export. 

We see nothing wrong on the part of the rail carrier in doing 
so, if the through freight charges were voluntarily prepaid by 
the shipper, and, therefore, are of the opinion that in that event, 
no recovery can be had against the rail carrier for the amount 
of the ocean freight charges. If, however, prepayment of the 
ocean charges was demanded by the rail carrier, we believe 
that recovery can be had against the rail carrier for the amount 
of the ocean charges paid to the ocean carrier by the rail car. 
rier in advance of the tansportation of the goods by “he ocean 
carrier. 


Demurrage—tTariffs in Effect Contemporaneously With Ac. 
cural of Service Govern Virginia—Question: On April 10th, 
1922, I received a car that was placed on public team track for 
delivery to one of my consignees, the car being an interstate 
shipment; at the date of placement the team track storage was 
$1.50 for the first two days and $2.50 for every day thereafter. 
On April 17th, the tariff was changed to $1.00 for the first two 
days and $2.00 for each day thereafter, the car not being re 
leased until April 20th. 

In other words should the consignee get the benefit of the 
reduction charges that were put in effect while still under load 
taking in the fact that the car was in place April 10th, several 
days before the tariff was changed? 

Answer: In a Conference Ruling dated October 7, 1919, 
the Interstate Commerce Commission has ruled that demurrage 
is controlled by the tariffs in effect contemporaneously with 
the accrual of the service, and, therefore, is subject to such 
changes as may be made in the tariffs during the period of 
accrual. 

Under this ruling the shipper is entitled to the benefit of 
the reduction made effective April 17th for the period of time 
the car was held under demurrage on and after that date. 

Damages—Time Within Which to File Suit For Missouri— 
Question: Please see your subject: Damages—Time Within 
Which to File, New York, Page 362 of your No. 7, Volume 30, 
dated Chicago, August 12. 

In making this decision, have you considered the case of 
Leigh Ellis & Company vs. Payne, 274 Federal, Page 443, and 
affirmed in Leigh Ellis & Company vs. Davies, 276 Federal, page 
400, and certiorari denied in the Supreme Court 256 U. 8? 

Answer: In answering the question to which you refer wé 
had in mind the Leigh Ellis case then making the statement 
that a suit such as that referred to in the question is barred 
at the present time, unless it is held (by the Supreme Court 
of the United States) that the present provision of the bill 
of lading which permits of the filing of a suit within two years 
after it is definitely declined in writing by the carrier is applic 
ble to such claims. ‘ 

While it is true that a writ of certiorari was denied il 
Leigh Ellis case, the case is now on the docket of the Supreme 
Court of the United States on a writ of error and will no doubt 
be heard by the court during the coming ees term. 


COAL LOADINGS 


Coal loadings totaled 33,085 cars on Tuesday, September 5, 
This was the largest number of cars loaded on any one day 
since the miners’ strike began April 1, and closely approximates 
the daily loadings throughout last February and March, whet 
production was stimulated due to the anticipated trite 
miners. This also exceeded by 3,031 cars the previous ron 
record attained since April 1, which was established on Augts 
28, when 30,054 cars were loaded. 

Coal loadings September 5 were equivalent to a productiot 
of approximately 10,900,000 tons a week. Reports showed vt 
10,021 cars were loaded on Monday, Labor Day. The loading . 
33,085 cars September 5 exceeded the average daily loading st 
September last year by 8,528 cars and the average for — 
this year by 16,022 cars. It also exceeded by 17,545 cars 





Septen 


att) Meme Me ont. Bn hh Ql De ot ae ek ie Ue Uo (be bee tk 


mber 5. 
ne day 
cimates 
, whet 
rike of 
is high 
August 


duction 
ed that 
ding of 





September 16, 1922 


EVERY STEP 


From Start to Finish 


In Both Freight Rate and 
Classification Change 


Is Now Promptly Told of 


The Traffic Bulletin 


The Information Regularly Carried in This 
Publication Includes the Following: 

1—Released Rate Orders 
2—Fourth Section Orders 

3—Sixth Section Orders 
4—Investigation and Suspension Orders 
5—Suspension Orders Vacated 

6—New Tariffs and Supplements Filed with the I. C. C. 
7—Tariffs Rejected by the I. C.C. 

8—Express Tariffs Filed with the I. C.C. 

§.—Shipping Board Tariffs 
10—Adoption Notices 
11—Central Freight Association Docket 
12—Central Freight Association Hearings 
13—C. F. A., Coal, Coke and Iron Ore Docket 
14—Illinois Freight Association Docket 
15—National Perishable Freight Committee Docket 
16—New England Freight Association Docket 
17—New England Freight Association Hearings 
18—Southern Rate Committee Docket 
19—Southern Rate Committee Dispositions 
20—Southwestern Freight Bureau Docket 
21—Southwestern Freight Bureau Hearings 
22—Texas Tariff Bureau Docket 
23—Texas Tariff Bureau Hearings 
24—Trunk Line Association Docket 
25—Trunk Line Association Hearings 
26—Trunk Line Coal and Coke Docket 
27—Trunk Line Coal and Coke Hearings 
28—Western Trunk Line Docket 
29—Western Trunk Line Hearings 
30—Western Trunk Line Dispositions 
31—Transcontinental Freight Bureau Docket 
32—Transcontinental Freight Bureau Dispositions 
33—Southern Ports Foreign Freight Docket 
34—Consolidated Classification Docket 
35—Emlbargo Notices, Modifications and Cancellations 
36—Steamship Sailings 
37—Express Classification Docket 
38—Address of Roads Filing First Tariff with I. C. C. 
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Work That Is Like Play 


—Yet it can easily bring 
you $5000 to $7500 a year 


An Amazing Opportunity is Offered Young Men 
of Ambition to Get Into a Remarkable New Big 
Pay Field. In an Astonishingly Short Time 
You Can Qualify to Earn a Magnificent Income. 


The need for men who can capably represent American Business 
abroad, or who can direct export and import activities at home, is 
growing more apparent every day. Every country on the face of the 
globe is competing with each other for foreign markets, and American 
Manufacturers will not permit themselves to be outstripped, so the 
call has gone out for Export and Import Managers. 


Men with a thorough knowledge of Export and Import are earning 
magnificent salaries, and are finding their vocation not the ordinary 
monotonous routine of the average office man, but a thrilling, big- 
paying profession. 


AN AMAZING NEW BIG PAY FIELD 


Export and Import Managers earn from $5,000 to $7,500 a year. 
Many even earn more. The work of the Export and Import Manager 
is not complex nor is an unusual education required to master it. 
Export and Import is based upon certain well defined principles, 
coupled with easily understood laws regarding international trade, 
finance, and shipping. You will be amazed to find how rapidly and 
how readily you can prepare yourself to take your place ag a 
qualified Export and Import Manager. 


LEARN IN SPARE TIME 


At home. No need of giving up your present work. Just a few 
spare hours a week and you can quickly master the training pre- 
pared especially for this profession by the American Commerce As- 
sociation. This training is conceded by experts to be the very best 
that is offered. 


FREE BOOK GIVES FULL DETAILS 
There is absolutely no obligation on your part. Just send. your name 
and address (a postal card will do), and the finely illustrated, free 
bodk on Export and Import will be sent you. Learn of the amazing 
opportunities in this wonderful new profession. Make up your mind 
right NOW to get out of the rut and into the “Field of Greater 
Opportunity.” Write NOW! 


AMERICAN COMMERCE ASSOCIATION 
Dept. 29-C, 4043 Drexel Bivd. Chicago, Hl}. 
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average daily loading for June this year, when there was no 
strike of railway shopmen. 

A total of 28,238 cars were loaded with coal September 7. 
This was 2,414 cars under the preceding day, but 3,681 cars 
in excess of the average daily loading in September last year, 

‘when there was no railway strike. It also was 11,175 cars in 
/@xcess of the daily average in August this year, and 16,239 
cars above the average daily for July. Comparisons by dis- 
tricts showed an increase on September 7 over the preceding 
day in coal loadings in the Northwestern and Southwestern dis- 
tricts, although there were decreases in other districts. 

Cars loaded with coal toaled 28,487 on September 8. This 
was an increase of 249 cars over the preceding day. The East- 
ern, Pocahontas, Northwestern and Central Western districts 
fteported heavier loadings compared with the previous day, but 
small decreases were reported in other districts. Loadings Sep- 

_ tember 8 were 491 cars above the average daily loading for the 
rst week this month, and 3,930 cars in excess of the daily aver- 
age for September last year, when there was no railroad strike. 
They also were 11,424 cars above the daily average for August 
this ‘year. 
' A total of 158,010 cars were loaded with coal in the week 
nded September 9. This was a decrease of 9,418 cars compared 
with the preceding week, but had it not been for the observance 
of Labor Day, loadings last week would have exceeded the week 
before and been the largest since April 1 last, when the miners’ 
strike began. On Labor Day only 10,021 cars were loaded, com- 
pared with 30,054 cars on the preceding Monday. Except for Labor 
Day the average daily loading last week was approximately 
29,600 cars, while the average for the week before was only 
27,900 cars. 

On the basis of the number of cars loaded with coal, produc- 
tion last week was approximately 8,700,000 tons, compared with 
approximately 9,250,000 tons the week before. 

Coal loadings on Saturday, September 9, totaled 27,527 cars, 
960 cars less than the preceding day, but 2,370 cars above 
the previous Saturday. Loadings on Saturday, however, are 
generally lower than other week days owing to a short day being 
observed at most mines. 

Except for seven different days in March, more cars were 
loaded with coal on Monday, September 11, than on any one day 
this year, either before or after the coal miners’ strike began 
on April 1. Loadings September 11 totaled 35,808 cars. This 
exceeded the previous record loading since the miners’ strike 
began by 2,723 cars, that record having been made on September 
5, when the total was 33,085 cars. Coal loadings on September 
11 were equivalent to a weekly production of approximately 
11,800,000 tons. The total for September 11 exceeded the av- 
erage daily loading in September last year by 11,251 cars, and 
the daily average for August this year by 18,745 cars. 
LUMBER MOVEMENT DECLINES 

“The week ending September 7 was another week of de- 
tlining lumber movement,” says a statement by the National 
‘Lumber Manufacturers’ Association, based on telegraphic re- 
ports from all lumber producing regions. “As compared with 
the previous week, reports from 357 mills as against 380, report 
‘substantial decreases in production and orders with shipments 
about the same. The notably smaller number of mills report: 
ing accounts for a portion, if not all, of the recorded reduction 
“in production and orders, though the effects of coal shortage 
and railway transportation resulting from the coal and shop- 
men’s strikes are a factor. 

“Production for the week was 229,230,156 feet, shipments 
‘211,429,040, and orders 200,685,405; the decreases from the pre- 
vious week being respectively, 9,711,796, 597,555 and 15,144,554 
feet. 

“Shipments of all the regional associations for the past 
week were 92 per cent of their production and orders 88 per 
cent of production. For the five associations having an estab- 
lished normal production, which is 212,406,797 feet for the week, 
the actual production was 97 per cent of normal, shipments 
89 per cent and orders 86 per cent.” 


PETITIONS FOR REHEARING, ETC. 

The complainant, A. W. Hillebrand and Company, in Nos. 
12184 and 12187, A. W. Hillebrand and Company vs. Director- 
‘General, as agent; has petitioned the Commission to reopen both 
eases for reconsideration. 

The Director-General, defendant, in No. 12360, Empire Re- 
fineries, Inc., vs. Director-General et al., has petitioned the Com- 
‘mission to amend its order of July 25, in the above case so as 
not to require the establishment of a rate lower than 24 cents 
per 100 pounds for the transportation of gas oil and fuel oil, in 
tank carloads, from Independence, Kansas, to Fremont, Nebraska. 
or to reopen the case for further hearing with regard to the rate 
from Independence to Fremont and postpone the effective date 
of the order, pending the hearing and report. 

The Illinois Central Railroad Company and St. Louis South- 
western Railway Company, respondents, have petitioned the 
‘Commission to vacate and set aside its order in I. and S. 1621, 
proportional rates on grain and grain products from Sioux City, 
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Iowa to Arkansas and Missouri, of August 18, and request that 
the said proportional rates on grain and grain producis from 
Sioux City, Ia., to points on the St. L. S. W. Ry. in the staies of 
Arkansas and Missouri, named in III. Cent., I. C. C. A9826, be aj. 
lowed to take effect. 

The Commercial Club of Duluth, intervener, has petitioneg 
the Commission to grant a reargument in No. 12593, Peters Cart. 
ridge Company vs. Director-General, P. R. R. et al. 

The complaint in No. 11462, Liberty Oil Company, Ltd., vs. 
Director General, et al., has petitioned the Commission to re. 
consider its decision in the case and to require the defendants 
to refund overcharges. 

The Director General has petitioned the Commission to 
grant further consideration or further hearing in Nos. 12176, 
122838, and 12302, Morris & Company, Wilson & Company, and 
Armour & Company vs. Director General et al., on the ground 
that the Commission’s report has not accurately interpreted the 
tariffs and that it contains erroneous statements of fact. 


GRAIN LIABILITY LIMITATION 


The Trafic World Washington Bureay 


The Baltimore Chamber of Commerce, Chicago Board of 
Trade, the Boston Chamber of Commerce, the Commercial kx. 
change of Philadelphia, the Duluth Board of Trade and the New 
York Produce Exchange have asked for the suspension of sup- 
plement No. 20 to Curlett’s I. C. C. A25, effective September 30, 
and supplement No. 24 to his I. C. C. A15, effective September 35, 
on the broad grounds that they propose to limit the liability of 
carriers for loss or damage to ex-lake grain in contravention of 
the second Cummins amendment, and that they, if permitted to 
become operative, would result in unjust discrimination against 
shippers by American lines and an undue preference for ship- 
pers via Canadian lines from Georgian Bay points to Montreal. 

The supplements in question would eliminate from Rule 7 of 
the tariffs mentioned a sentence governing the application of 
rates on ex-lake grain from Buffalo and other Lake Erie ports 
to destinations in trunk line and New England territories, and to 
Atlantic ports for export. The sentence reads as follows: “Un- 
less shortage is occasioned by accident or defective cars.” 

According to the protest filed by the traffic officials of the 
organizations mentioned, the elimination of the sentence would 
be illegally to restrict the liability by the carrier to the extent 
of % of one per cent of the contract lot of grain involved in in- 
stances where one or more cars comprising such a contract lot 
developed a shortage of contents caused by accident or defect 
in equipment, either of which causes, they asserted, would be 
an instance of carrier negligence. Such restriction, they con 
tended, would be a restriction of liability declared unlawful by 
the Cummins amendment. 

They asserted the language of Rule 7 had been in effect 
and a part of ex-lake rates for more than twenty years; that it 
had been not only satisfactory to the grain trade, but had become 
a part of the accepted custom surrounding the movement and 
handling of ex-lake grain, and, until recently, also satisfactory 
to the carriers, as evidenced by the fact that, until recently, 
there had been no protest against it. 

Protestants said the handling and movement of ex-lake 
grain by the lines operating from the Lake Erie ports, by Ameti- 
can lines, was subject to keen competition offered by carriers 
operating through Canada, from: Georgian Bay points to Montreal. 
They said it was obviously in the public interest that the move 
ment by the American lines, through United States territory must 
be protected against the competition offered by the Canadian 
lines by means of equally liberal terms. 

The protestants pointed out that grain under at-and-east 
tariffs was loaded by the carriers into cars furnished by the car 
riers and without the owner of the grain having any voice what 
ever as to the number of such cars into which it is to be loadet, 
or their physical condition. In view of that fact, they said, they 
contended that the deduction of % of one per cent, from the 
amount lost in transit by reason of the grain having been loaded 
into defective equipment or by reason of accident to the cals, 
was arbitrary, as well as illegal. They contended the restriction 
would encourage the use of defective equipment #lecause, from 
the grain lost by reason of defects, would be deducted % of ome 
per cent (the shrinkage allowance) and the loss or damage claim 
resulting from the defective equipment or accident, settle] 
that basis. 


ROCK ISLANG BONDS : 
The Commission has granted authority to the Chicago, Rot* 
Island & Pacific to issue $1,000,000 of first and refunding mort 
gage gold bonds which are to be sold at not less than 83% Pe 
cent of par and accrued interest. The bonds will bear 4 per cent 
interest and will mature April 1, 1984. By a previous order the 
Commission authorized the issuance o? the bonds in exchaasé 
for a like amount of general mortgage bonds issued in rein 
bursement of capital expenditures. The company later filed an 
application t« sell the bonds and use the proceeds for paying ° 
indebtedness, including equipment trust obligations, and for a 
ditions and betterments and general corporate purposes. 
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VACATES NEVADA ORDER 


The Trafic World Washington Bureau 

Effective September 21, the Commission has vacated and set 
aside its orders in No. 11914, Nevada rates, fares and charges, 
one of the numerous intrastate rate cases which grew out of 
the refusal of certain state commissions to permit the railroads 
to bring intrastate rates up to the level of interstate rates 
after the general increases of August 26, 1920. 

The Nevada commission denied the applications of the 
carriers asking authority to increase their intrastate rates in 
the same percentage amount as fixed by the Commission for the 
Mountain-Pacific group. The Commission then ordered the car- 
riers to increase their intrastate rates. 

By order entered August 21, the Nevada commission set 
aside its orders and ordered “that the rates, fares and charges 
prescribed by the Interstate Commerce Commission in its orders 
in Increased Rates, 1920, and in Reduced Rates, 1922, are here- 
by adopted, effective on or before September 21, 1922, as the 
order of this commission for intrastate application, to remain 
in effect hereafter changed or modified by lawful authority.” 

The Nevada commission was one of the last state com- 
missions to fall into line with the other state commissions 


which have heretofore vacated their orders and accepted the 
federal commission’s orders. 





NORTH COAST LUMBER RATES 


The Trafic World Washington Bureau 

The Commission, having declined to suspend supplement No. 
13 to Countiss’ I. C. C. No. 1095 and supplement No. 21 to his 
I. C. C, No. 1096, an extensive revision of rates on lumber from 
north Pacific coast points of origin, became effective September 
11. The chief item in the revision was the placing of Twin 
Cities and Missouri River cities on the same level. This was 
accomplished by increasing the rate to Twin Cities and points 
taking that rate, by 2.5 cents per 100 pounds and decreasing 
the Missouri River rate 3.5 cents. 

Reductions over a wide area were brought into effect by 
that revision, the Missouri River rate being blanketed back as 
far as Colorado common points. The increases were compara- 
tively few. 

The revision re-established the parity of the Omaha and 
Twin Cities rates, accomplished March 31, 1921, when the trans- 
continental carriers made a 7-cent reduction to Omaha. That 
parity was broken when the 1922 reductions went into effect 
because the rate to Omaha was not one of those established 
under the authority granted in Ex Parte 74. The 1922 reduc- 
tions put Omaha above Twin Cities. Twin Cities and other 
adversely affected points, including Sioux Falls, protested against 
the proposed revision and asked for a suspension of the two 
supplements. The Commission, however, voted against holding 
up the revision, which makes the rate to Twin Cities and to 
the wide blanket from Missouri River to Colorado common points 
62.5 cents per 100 pounds, on fir, cypress, hemlock and other 
stuff taking the common lumber rate. 


ISLAND SHIPPERS PROTEST 


The Trafic World Washington Bureau 

In behalf of shippers and receivers of freight on Martha’s 
Vineyard and Nantucket islands, the New Bedford (Mass.) Board 
of Commerce has asked for the suspension of tariffs of the New 
Bedford, Martha’s Vineyard and Nantucket Steamboat Co., filed 
with the Commission to be effective September 20, increasing 
the interstate class rate scale applicable between New Bedford 
and/or Woods’ Hole, and on the islands mentioned. The 
tariffs in question are the steamboat company’s Local Freight 
Tariff I. C. C. No. F30, cancelling its I. C. C. No. F29. In sup- 
plement No. 4 the cancellation of I. C. C. F29 is proposed so as 
to refer shippers to I. C. C. No. F30 for future rates. The pro- 
test said the effect would be to combine the intrastate and inter- 
state rates in one tariff, not only increasing the class scale, but 
also drastically increasing practically every one of numerous spe- 
cial commodity rates applicable at present on intrastate traffic 
moving between New Bedford or Wood’s Hole and the islands. 

On account of the proposed combination of state and inter- 
state rates the shippers have filed a protest also with the Massa- 
chusetts Department of Public Utilities. The protestant said 
the purpose of the publications was to make freight rates over 
its water routes the same as applying for the same distances 
by way of the all-rail lines in southern New England; that is, to 
put them on a dry land basis. 

The protestant said it was not opposed to a revision to place 
the rates on a more equal basis, but that it strongly protested 
against the proposal to put the rates via the cheaper water routes 
on the same basis as the rates applicable over the more costly 
land routes. In connection with its protest it said it desired to 
point out the disastrous effect of the high class rate scale pre- 
scribed by the Commission for application in New England. It 
said the effect had been to give 60 per cent of the traffic, for 
distances up to 75 miles, to motor trucks. It said that those 
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high rates the steamboad company now proposed to apply to 
water routes ranging in length from 16.25 to 53.5 miles. 


EXPRESS RATES REVISED 


The Trafic World Washington Bureay 

The Commission, by declining to suspend American Railway 
Express Co. I. C. C. 1806, permitted a revision of express rates 
from American points of origin to Canadian destinations on fruits 
and vegetables to become operative September 11. Increases jp 
many instances go as high as $1.00 per 100 pounds. They were 
made, however, for the benefit of Canadian companies and not 
the American company. The Canadian express companies averreg 
they were not obtaining the cost of the service they were per. 
forming, from shipments of fruits and vegetables from such 
states as Louisiana, Arkansas and Missouri to Calgary, Alberta 
and Saskatchewan. 

Not all the changes in rates, however, were increases. Re. 
ductions in rates from California and other western fruit and 
vegetable areas were included in the tariff against which pro. 
test was made by the General Brokerage Co. of Minneapolis. A 
typical increase is that from Monnett, Mo., to Calgary. The 
rate was put up from $6.01 to $7 per 100 pounds. 





REIMBURSEMENT OF DEFICITS 
The Commission has issued certificates under section 204 of 
the transportation act directing payment of $201,772.97 to the 
Illinois Northern Railway, and of $7,082.73 to the Moscow (Can.- 
den & San Augustine Railroad Company. 
The Commission has certified to the Secretary of the Treas. 
ury that $7,187.52 is payable to the Casenovia Southern Railroad 


Company of Wisconsin under section 204 of the transportation 
act. 


CONSTRUCTION OF NEW LINE 

Application for a certificate of public convenience and neces- 
sity authorizing the construction of a railroad in Jefferson 
county, Illinois, extending from a connection with the Chicago 
& Eastern Illinois, near Mt. Vernon, Ill., to a connection with 
the Burlington south of Waltonville, Ill., has been filed with 
the Commission by the Jefferson Southwestern Railroad Com- 
pany. The line will be 14.5 miles long. The road will reach 
bituminous coal mines which are being developed and the ap- 
plicant says that within five years it is expected the mines will 


produce and ship not less than one and one-half million tons 
of coal annually. 





ILLINOIS CENTRAL NOTES 


The Illinois Central has applied to the Commission for author- 
ity to issue $6,645,000 of equipment trust certificates which will 
be sold at 95 to Kuhn, Loeb & Co. of New York. The proceeds 
from the sale of the certificates are to be applied on the pur 


chase price of 50 locomotives, 15 switch engines and 3,000 gon 
dola cars. 


N. C. & ST. L. NOTES 

The Nashville, Chattanooga & St. Louis Railway Compaly 
has applied to the Commission for authority to assume oblige 
tion under an equipment trust agreement entered into in order to 
obtain equipment at a cost price estimated not to exceed $2,297, 
037.77. The company proposes to have issued $1,800,000 of equip 
ment trust certificates and to sell them at 94.89 to J. P. Morgal 
& Co. The company proposes to buy 8 locomotives, 9 paggese 
cars, 6 coaches and 1,000 freight cars of various types. 





CHANGES IN DOCKET 

Hearing in No. 13800, J. A. Waldrep, et al. vs. A. T. &S.F 
Ry. et al., and fourth section departures, assigned for September 
11, at Tulsa, Okla., before Examiner Fuller, was postponed to 

a date to be hereafter fixed. ; 
Hearing in No. Valuation Docket 151, in retentative valuations 
of the properties of Florida East Coast Ry. Co. and Atlantic 
& East Coast Terminal Co., assigned for Pn lle 11, at Wash 


ington, D. C., before Examiner Pattison, was postponed to a date 
to be hereafter fixed. 





| Digest of New Complaints | 





No. 13943. Sub. No. 1. Frank P. Dow Co., Inc., Seattle, Wash. 
Director General, as agent. stching 
Excessive and discriminatory charges for loading and switc ttle 
import freight made up into carload lots by complainant at Sea 
and Tacoma. Asks reparation. 
No. 14146. The Cleveland Provision Co., Cleveland, O., VS. 
Great Southern et al. fresh 
Unjust, unreasonable, preferential or prejudicial rates 0” ‘ints 
meat and packing house products from Cleveland, O., to “er 
in southeastern territory. Asks cease and desist order, just ¢ 
reasonable rates, and reparation. 


Alabama 
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No. 14147. Walsh Fire Clay Products Co., St. Louis, Mo., vs. Director 
General, as agent, Chicago & Alton et al. 

Unjust, unreasonable and discriminatory rates on fire clay from 
Mexico, Missouri, to Vandalia, Mo., between June 25, 1918, and 
February 28, 1920. Asks reparation. 

14148. The Grasselli Chemical Co., Cleveland, O., 

General, as agent, and Pennsylvania. 

Unjust and unreasonable and discriminatory rates, in violation 
of the long-and-short-haul clause in Section 4, on coal pyrites 
from Rush Run, O., to Beaver Falls, Pa. Asks reparation. 

14149. Memphis Freight Bureau for Crescent Cotton Oil Co., 
Memphis, Tenn., vs. Columbus & Greenville et al. 

Unjust, unreasonable, discriminatory and preferential rates on 
— from Indianola, Miss., to Memphis, Tenn. Asks repara- 
tion. 

’ —— evpennitan Commission of Oklahoma vs. Abilene & South- 
ern et al. 

Alleges that rates on carload shipments of cottonseed and prod- 
ucts, and articles taking the same or related rates, between points 
in Oklahoma and points in Louisiana, Arkansas, Texas, New 
Mexico, Arizona, Colorado, Utah, Idaho, Wyoming, Montana, North 
Dakota, South Dakota, Nebraska, Kansas, Missouri, Iowa, Minne- 
sota, Wisconsin, Northern Peninsula of Michigan and _ Illinois, 
including points on the east bank of Mississippi river, are ex- 
cessive, unreasonable, unjust, preferential and in violation of the 
fourth section of the act. Avers that purpose of complaint is to 
put in issue the intrastate rates in Texas, Oklahoma, Arkansas, 
Louisiana and Missouri to the end that uniformity may be ob- 
tained in the rates on the commodities involved throughout the 
southwest. Asks cease and desist order, reasonable maximum 
local and joint through intrastate and interstate rates. 

14151. The Kelly Co., Cleveland, O., vs. A. B. & A. et al. 

Unjust, unreasonable and discriminatory rates which violate the 
fourth section on peanuts, carloads, from points in southern 
classification territory to Cleveland. Asks just and reasonable 
rates and reparation. 


No. vs. Director 







No- 





Note. items in the Docket marked with an asterisk (*) are new. 
having been added since the last Issue of The Traffic World. Cancel- 
lations and postponements announced too late to show the change In 
this Docket will be noted elsewhere. 


September 18—Chicago, Ill.—Examiner Hillyer: 
* I. and S. Docket No. 1625—Absorption of charges between Croxton & 
Jersey City, N. J. 

September 18—New York, N. Y.—Examiner Gerry: 
13867—International Paper Co. vs. Director General, Erie et al. 
13877—Tidewater Paper Mills Co. vs. Bush Terminal et al, 

September 18—Washington, D. C.—Examiner Beach: 
13842—General Fire Extinguisher Co. vs. A. G. S. et al. 

September 18—Toledo, O.—Examiner Satterfield: 
13606—The Larrowe Milling Co. vs. Ann Arbor et al. 


September 18—Washington, D. C.—Examiner Cassidy and Keeler: 
oe Minneapolis & St. Louis R. R. Co. vs. Peoria & Pekin 
‘ nion. 
N. ana Ss. 1596—Intermediate switching charges at Peoria, Il. 


September 18—Washington, D. C.—Examiner Sweet: 
“oye eeu 74—Inm re tentative valuation of Tonopah & Gold- 
fiel & Ge. CO, 
Valuation Docket 59—In re tentative valuation of Bullfrog & Gold- 
field R. R. Co. 


September 18—Argument at Washington, D. C. 
13377—David Lupton’s Sons Cu. vs. 1’. R. R. 
12547—Mrs. E. F. Berkeley Jones vs. Long Island et al. 
13006—East Coast Potato Distributors vs. N. Y. P. & N. et al. 
September 18—McAlester, Okla.—Examiner Fuller: 
13818—Hale-Halsell Co. vs. C. R. l. & P. et al. 
13805—Hale-Halsell Co. vs. A. & V. et al. Portions of fourth sec- 
tion applications 462 of Leland and 1766 of Emerson (sugar from 
New Orleans, La., Sugarland, Tex., and points taking same rates, 
to Ft. Smith, Ark., via St. L.-S. F. Ry., and to Muskogee and 
McAlester, Okla., via M. K. & T. Ry.). 
September 18—Springfield, Ill—Examiner Gault: 
13821—A. E. Staley Mfg. Co. vs. Director General and Ill. Cent. 


September 18—Los Angeles, Calif.—Examiner T. J. Butler: 
13977—Walter Armacost & Co. vs. M. & M. T. Co. et al. 
September 18—St. Louis, Mo.—Examiner Koch: 
11820—Missouri Portland Cement Co. vs. Director General. 
September 18—Lynchburg, Va.—Examiner McGrath: 
1. & S. Docket No, 1629—Farm wagons, less carload from Lynchburg, 
Va., to L. & N. R. R. stations in Kentucky. 


September 19—Los Angeles—Examiner Butlet: 
Finance Docket No. 2453 et al. (embraces F. D. 


































































provisions of Section 20A of the interstate commerce act, 


amended. 


September 19—St. Louis, Mo.—Examiner Koch: 
13513—Stuttgart Rice Mill Co. et al. vs. A. & V. et al. 


September 19—New York, N. Y.—Examiner Gerry: 
13887—Coastwise Lumber and Supply Co., Inc., vs. P. R. R. et al. 


september 19—Boise, Ida.—Examiner Armes: 
13738—State of Idaho, ex rel., 
State of Idaho vs. O. S. L. et al. 


September 19—Argument at Washington. D. C.: 


et al. 
12867—Detroit Coal Exchange vs. Director General. 
September 20—Washington D. C.—Examiner Clarke: 


Pennsylvania R. 
the Wheeling Terminal Railway. 
Finance 
Pennsylvania R. R. for authority to acquire control, 
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: Docket of the Commission | 





Nos. 2434, 2435 and 
2446)—In the matter of the application of the Santa Fe and Los 
Angeles Harbor Ry. Co. for authority to issue stock under the 
as 


Public Utilities Commission of the 


13167—Northwestern Traffic and Service Bureau vs. C. T. H. & S. E. 


et al. 
13164—Northwestern Traffic and Service Bureau, Inc., vs. Mo. Pac. 


Finance Docket No, 2515—In the matter of the application of the 
R. for authority to acquire control, by lease, of 


Docket No. 2516—In the matter of the application of the 
by lease, of 
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No. 14152. Sopacem Bros. Automobile Co., Kokomo, Ind., vs. L. EB. ¢ 
W. et al. 

Unjust and unreasonable rates on carload of automobiles from 
Kokomo, Ind., to Portland, Ore., with stop-off at LaGrande, Ore. 
for purpose of unloading part of the carload, because defendants 
refused to provide by tariff publication for a stop-off en route. Asks 
cease and desist order, establishment of a tariff provision per- 
mitting a stop-off en route to part unload or to complete unloading 
and reparation. ! 

No. 14153. R. M. Hollingshead Co., Camden, N. J., vs. Pennsylvania: 

Unjust and unreasonable rates on petroleum lubricating oils 

from Marcus Hook, Pa., to Camden, N. J. Asks reparation. j 

14154. American Steel Export Co., New York, N. Y., vs. Di; 
rector General, as agent. 

Unjust and unreasonable rates on iron material from Alabama 
City, Ala., to Lebanon, Pa., and Warren, O., to San Francisco 
for export, because of attempts of carriers to assess a demurrage 
rate of $3 a day at the port of San Francisco. Asks for orde; 
demanding defendants to cancel charges against complainant. 
No. 14155. Armour and Co., Chicago, Ill., vs. Director General, as 

agent. 

Unjust, unreasonable rates, in violation of the long-and-short- 
haul provision of Section 4, on eggs from Mountain Grove, Mo., 
to Mobile, Ala. Asks reparation. 

No. 14156. Armour and Co., Chicago, IIl., 
agent. 

Unjust and unreasonable rates on canned apples from Penn Yann, 
N. Y., to Jacksonville, Fla. Asks reparation. 

No. 14157. Colonial Salt Co. et al., Akron, O., vs. Chicago & Erie et al, 
Unjust, unreasonable and discriminatory rates on salt from Michi- 
gan and Ohio fields to points in Illinois, Iowa, Missouri and Ne- 
braska. Asks for the establishment of just, reasonable and non- 
discriminatory rates as maxima between these points or the estab- 
lishment of minimum rates from competing fields in Kansas and 
Louisiana and maximum rates from the Ohio and Michigan fields, 
and reparation. 


No. 


vs. Director General, ag 















the Englewood Connecting Railway Company and South Chicago 
& Southern Railroad Company. 

Finance Docket No, 2517—In the matter of the application of the 
Pennsylvania R. R. for authority to acquire control, by lease, of 
the Toledo, Columbus & Ohio River Railroad Company, the Cleve- 
land, Akron & Cincinnati Railway Company, the Cincinnati, Leb- 
anon & Northern Railway Company and the Pittsburgh, Ohio 
Valley & Cincinnati_Railroad Company. 

Finance Docket No. 2518—In the matter of the application of the 
Pennsylvania R. R. for authority to acquire control, by lease, of 
the Ohio Connecting Railway Company. 

Finance Docket No. 2519—In the matter of the application of the 
Pennsylvania R. R. for authority to acquire control, by lease, of 
the Indianapolis & Frankfort Railroad Company and Louisville 
Bridge & Terminal Railway Company. 

September 20—New York, N. Y.—Examiner Gerry: 
13854—Gerard Ragone & Son vs. Director General, P. R. R. et al. 
September 20—Washington, D. C.—Examiner Kelley: 

Valuation Docket 106—In re tentative valuation of Chicago, Milwau- 

kee & Gary Ry. Co. 
september 20—Hopkinsville, Ky.—Examiner Fleming: 
13759—Forbes Mfg. Co., Inc., vs. Y. & M. V. et al. 

13782—R. B. Thomas & Co. vs. Ill. Cent. 


September 20—Moline, Ill.—Examiner Gault: 

13360—Moline Oil.Co. vs. Director General. 

13360 (Sub. No. 1)—Moline Oil Co. vs. A. T. & S. F. et al 
September 20—Argument at Washington, D. C.: 

13152—Northwestern Marble and Tile Co. vs. Director General, N. Y. 
N. H. & H. et al. 

Portions of fourth section application 1481 of N. Y. N. H. & H. 
(Rough marble, C. L., from Ashley Falls, East Cannaan, Conn., 
Lee, Sheffield and West Strickbridge, Mass., to Minneapolis, Minn.) 

13106—Crookston Gas Co. et al. vs. G. N. 

13106 (Sub. No. 1)—Crookston Gas Co. et al. vs. Director General. 

12707—Chapin-Sacks Corp. vs: A. C. L. 

September 20—Washington, D. C.—Examiner Beach: . 
13876—Ambrose S. Murray, Jr., receiver for Danville & Mt. Morris 
R. R. Co., vs. Erie R. R. et al. 


September 20—Columbus, Ohio—Chief Examiner Quirk: rr: 
12851—In the matter of intrastate rates on bituminous coal within 
the state of Ohio. 
September 20—Youngstown, Ohio—Examiner Satterfield: : 
1. & S. Docket No. 1631—Car rental charges on private line refriger- 
ator cars. 


September 21—St. Louis, Mo.—Examiner Koch: . ’ 
* 1. & S. Docket No. 1633—Pig iron from southern producing points 
to C. F. A. and various other interstate destinations. 


Setpember 21—Washington, D. C.—Division 5: 

* Ex Parte No. 83—In re petition of National Association of Sand 
— —- Producers for modification of Service Oder Nos. 28 
an , 


September 21—Washington, D. C.—Examiner Beach: : 
1. & S. Docket No. 1632—Reduced rates on limestone from Baltimore 
and Ohio and Western Maryland Railway points to Pittsburgh and 
Lake Erie Railroad points. 


September 21—New York, N. Y.—Examiner Gerry: 
13891—The Atlus Portland Cement Co. vs. C. R. R. of N. J. et a 
Portions of fourth section application 1774 of C. C. McCain (port- 
land cement from Navarro [Northampton], Pa., to points in New 
Jersey.) 
September 21—Atlanta, Ga.—Examiner McGrath: 
a a Bank and Trust Co., Tupelo, Miss., et al. vs. C. of 
a. et al. 


September 21—Hopkinsville, Ky.—Examiner Fleming: 
13760—S. E. Stewart vs. L. & N. 


September 21—Dallas, Tex.—Examiner Fuller: 
13892 and Sub. No. 2—Dallas Waste Mills vs. St. L. S. W. et al. 
13892 (Sub. Nos. 1 and 3)—Dallas Waste Mills vs. Mo. Pac. et al. \ 
13892 (Sub. Nos. 4 and 5)—Dallas Waste Mills vs. C. R. I. & P. et a! 
13892 (Sub: No. 6)—Dallas Waste Mills vs. G. C. & S. F. et al. 
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SHIPPERS WHO FEEL THEIR RATES 
ARE PROHIBITIVE 


| 
| 
Should first approach the carrier with a carefully considered and comprehen- 
| sively prepared, concrete proposition, showing how or why— | 
{ 

| 


The present rate works to his disadvantage; 
His rate is unreasonable or unjustly discriminatory; 
The competition he has to meet; 


| . How, perhaps, readjustment would inure to the carrier’s advantage, as 
well as the shipper’s. , 


POP 


| 
| 
Note 1. 3 | 


Where any or all of these features are involved, if the shipper sets forth the 
facts in a convincing manner he is usually far more successful, saves more time 

| and money, than he who merely insists his rates are too high and demands read- | 

| justment, and, failing in that, proceeds before the Commission, or through his | 

| Congressmen, in an effort to secure relief. Dealing in generalities is a slow | 

method of achieving results. Definite proposals, with substantiating evidence, ‘7 

| compel consideration. | 

| 

| 

| 


| Proceedings before the Commission at best are slow and expensive, and many . 
are inclined to put up with unfair rates and shipping conditions, rather than 
tie themselves up in formal proceedings. Furthermore, this plan does not make 
for better co-operation between carriers and shippers, so necessary to commer- 
cial welfare. What will you do? The carriers haven’t sufficient forces to work 
| up everybody’s rate troubles in order that they may apply a remedy. You couldn’t 


| afford to pay rates sufficiently high to enable carriers to carry such large forces, 
| but there is a solution. 

| 
| 


| 
: Note 2. The Solution: 3 | 
| 


| The Traffic Service Corporation rate and traffic specialists will, on short no- 
| tice, make a thorough analysis of your rate adjustments and recommend changes 
necessary if merited, setting forth all pertinent data and facts which will enable 
| you to go to the carrier and show it what you are getting and what you are 
entitled to—quickly. If rate matters were thus handled, the Commission’s docket 
| would be less congested, more people would be enjoying their inherent rights, 
business would constantly improve. Try it. Let us diagnose your case. If our : 
| analysis and exhibits are not convincing to the carriers, they can then be used 4 
| 


=e 


in a formal proceeding before the Commission. Chances are, however, the car- 
rier will meet you half way. 


PE Te eS 


TRAFFIC SERVICE CORPORATION 


| Special Service Department 
| 


“At Your Service” i 


| 505 Colorado Bldg. Washington, D. C. “ I 
— — | 
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September 21—Chicago, IIl.—Examiner Hillyer: 
$086-—-Channel Chemical Co. vs. A. T. & S. F. et al. 
September 21—Argument at Washington, D. C.: 
a ae Shipbuilding Co. et al. vs. Director General, B. & 
. et al. 
12479 (Sub. No. 1)—Frank A. Scott and J. O. Eaton, as receivers for 
the Standard Parts Co. vs. Director General, B. & O. et al. 
13122—Firestone Tire and Rubber Co. vs. Pa. R. R. 
12699—American Farm Bureau Federation et al. vs. Aberdeen & 
Rockfish et al. 
September 22—Dallas, Tex.—Examiner Fuller: 
3802—Texas Farm and Ranch Publishing Co. vs. Ahnapee & West- 
ern Ry. Co. et al. Such portions of fourth section app. 700, filed 
by F. A. Leland, by which carriers named as participating carriers 
thereto asked for authority to continue to charge for the trans- 


portation of printing paper from Cheboygan and Kalamazoo, Mich., 
to Dallas, Tex.. ete. 


ew 22—Washington, D. C.—Asst. Dir. J. F. Gray: 

inance Docket No. 2533—In the matter of application of the Inter- 
national-Great Northern R. R. Co. for authority to issue first 
mortgage gold bonds and adjustment mortgage gold bonds under 
section 20a of the Transportation Act, 1920. 

Finance Docket No. 2534—In the matter of application of the Inter- 
national-Great Northern R. R. Co. for authority to acquire and 
operate the railroads heretofore forming the International and 
Great Northern R. R. under paragraph 2 of section 5 and para- 
graph 18 of section 1 of the Transportation Act, 1920. 

September 22—Muscatine, lowa—Examiner Gault: 

!. and S. Docket No. 1593—Rates on clam, mussel and oyster shells 
in Western Trunk Line territory. 

September 22—New York, N. Y.—Examiner Gerry: 

3893—New York Milk Conference Board, Inc., vs. The Delaware & 
Hudson Co. et al. 

September 22—Chicago, Ill.—Examiner Hillyer: 

3498—North American Oil and Refining Corp. vs. Director General, 
K. C. M. & O. et al. 

13498 rr No. 1)—North American Oil and Refining Corp. vs. K. C. 


M. O. et al. 
13498 re ye 2)—North American Oil and Refining Corp. vs. K. C. 
; . et al. 


September 22—Pittsburgh, Pa.—Examiner Satterfield: 
iy ns gy _— Co., Ltd., vs. Pa. R. R., Western Lines, Director 
neral, et al. 


he 9 eter Furnace Co. vs. P. & L. E. R. R., Director General, 
al. 


September 22—Hopkinsville, Ky.—Examiner Fleming: 
13868—Barnes Automobile Co., Inc., vs. D. T. & I. et al. 
September 22—Atlanta, Ga.—Examiner McGrath: 
13851—Fies & Sons et al. vs. Mo. Pac. et al. 
September 22—Argument at Washington, D. C.: 
13225—Todd Dry Dock and Construction Corp., successor to Seattle 
Construction and Dry Dock Co., vs. C. M. & St. P. et al. 
13194—-Compani de Real del Monte y Pachuca vs. Director General. 
12896—East Bay Water Co. vs. Director General. 
12966—East Bay Water Co. et al. vs. Director General. 
13039—Hidalgo Steel Co., Inc., vs. P. R. R. 
September 23—Des Moines, Ia.—Examiner Gault: 
lt. and S. Docket No. 1620—Class D proportional rates on coal from 
west bank Mississippi River points to points in Iowa. 
September 23—Argument at Washington, D. C.: 
sas ~*~ Woolen Co. vs. Director General and Boston & 
aine. 
13318—Boston Wool Trade Assn. vs. Director General. 
—— Tapioca Co. vs. Director General, Boston & Maine 
et al. 
September 25—Washington, D. C.—Commissioner Hall: 
* 13425—In re Transcontinental Freight Bureau. 
September 25—Omaha, Neb.—Examiner Gault: 
1. and S. Docket No. 1616—Paper and paper articles between St. Louis 
— _— Mississippi River points and Omaha, Neb., and related 
points. 


September 25—New York, N. Y.—Examiner Gerry: 
3895—The Mathieson Alkali Works, Inc., et al. vs. B. & O. et al. 
ae 4 2 - 1)—The Mathieson Alkali Works, Inc., et al. vs. B. R. 
° YY. et &@ 


1. 
13895 (Sub. No. 2)—The Mathieson Alkali Works, Inc., et al. vs. Erie 
R. R. et al. 


September 25—Dallas, Tex.—Examiner Fuller: 
13757—Jefferson & Northwestern Ry. Co. vs. M. K. & T. Ry. Co. 
of Texas et al. 


at Salt Lake City. 

DOCKET 13494—Southern Class Rate Investigation. 
Asheville, October 2nd; 
New York, November 20th. 






merce Commission, 233 Broadway, New York, N. Y. 
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September 25—Chicago, Il].—Examiner Hillyer: 
12873—C. A. Alling, doing business as Forest City Cotton Oil Co., ys 
Director General. j 
September 25—Pittsburgh, Pa.—Examiner Satterfield: 
bor’ 9 eae Lumber and Manufacturing Co. et al. vs. Ga. R, R, 
et al. 
September 25—Seattle, Wash.—Examiner Armes: 
13872—The Chas. H. Lilly Co. vs. O. S. L. et al. 
13943—Frank P. Dow Co., Inc., vs. G. N. et al. 


September 25—Cairo, IH.—Examiner Fleming: 
13732—H. L. Halliday Milling Co. vs. Director General, M. & 0. 


Sept. 25—Argument at Washington, D. C.: 
13105—Armour & Co. vs. Director General. 
12986—Wisconsin Traffic Assn. vs. Algoma Central & Hudson Bay 


et al. 
12807—California and Hawaiian Sugar Refining Corp. et al. vs. A, 7, 
& S. F. et al. 


September 25—Washington, D. C.—Commissioner Cox: 
13570—Divisions between carriers of rates on bituminous coal to des- 
tinations in Michigan, Ohio, Indiana, Illinois and Wisconsin under 
the report of the Commission in Ex Parte 74. 


September 26—Washington, D. C.—Commissioner B. H. Meyer: 
14104—Interchangeable mileage ticket investigation. 


September 26—Washington, D. C.: 
Valuation Docket No. 246—In re tentative valuation of the property 
of Central Vermont Ry. Co., Bethel Granite Ry. Co., New London 
Northern Ry. Co. and West River R. R. Co. 


September 26—New York, N. Y.—Examiner Gerry: 
13894—American Linseed Co. vs. N. Y. C. et al. 


September em, Ala.—Examiner McGrath: 
13835—Carolina Portland Cement Co. vs. Director General. 
13835 (Sub. No. 1)—Carolina Portland Cement Co. vs. C. M. & St. P. 
et al. 


September 26—Omaha, Neb.—Examiner Gault: 
13837—Hayward Bros. Shoe Co. vs. C. M. & St. P. 


September 26—Lumberton, Miss.—Mississippi Railroad Commission: 
Finance Docket No. 2478—In re Edward Hines Yellow Pine Trustees 
Railroad Company. 


September 26—Chicago, Ill._—Examiner Hillyer: ; ; 
1. and S. 1609—Carload traffic between industries in the Chicago dis- 
trict. 


September 26—Argument at Washington, D. C.: 
12026—Board of Railroad Commissioners of the State of South Da- 
kota vs. Ahnapee & Western et al. 
13117—Little Fork Coal Co. vs. Eastern Ky. Ry., Director General 


et al. 
11203—Standard Paint Co. et al. vs. Director General, A. & V. et al. 
September 27—Cape Girardeau, Mo.—Examiner Fleming: 
13824—Cape Girardeau Portland Cement Co. vs. C. & E. I. et al. 
September 27—Argument at Washington, D. C.: 
12552—The National Petroleum Assn. et al. vs. Director General, 
Pa. R. KR. et ai. 
12490—The National Petroleum Assn. et al. vs. Director General, 
Pa. R. R. et al. 
September 27—Kansas City, Mo.—Examiner Koch: | , 
1. and S. Docket No. 1621—Proportional rates on grain and grain prod- 
ucts from Sioux City, Ia., to Arkansas and Missouri. 
September 27—Waco, Tex.—Examiner Fuller: 
13656—Early-Foster Co. vs. A. T. & S. F. Ry. et_al. Such fourth 
section departures as may exist in the rates under consideration. 
September 27—Omaha, Neb.—Examiner Gault: 
l. and S. Docket No. 1627—Express rates on milk and cream from 
Great Northern Ry. stations in Iowa and South Dakota to Omaha, 


eb. 
14063—Kirschbraun and Sons, Inc. vs. American Railway Express 
Company. : 
september 27—Omaha, Neb.—Examiner Gault: 
13888—The Omaha Blaugas Co. et al. vs. A. T. & S. F. et al. 
1. and S. 1613—Express rates on milk and cream between Illinois 
Central R. R. points. 


September 27—New York, N. Y.—Examiner Gerry: 

131Z0—The National League of Commission Merchants of the United 
etates vs. P. RK. R. et al. 

13120 (Sub. No. 1)—American Fruit Growers, Inc., New York Div. 
vs. P. R. R. et al. 

13120 (Sub. No. 2)—Chas. A. Houck vs. P. R. R. 

13120 (Sub. No. 3)—J. & G. Lippman, Inc., vs. P. R. R. 

13120 (Sub. No. 4)—M. H. Hellman vs. P. R. R. 

13120 (Sub. No. 5)—I. Lowenthall vs. P. R. R. 







Hearings resumed in Atlanta, September 14th; in 
in Cincinnati, November 6th; in 
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DIRECTORY OF ATTORNEYS 


PRACTICING BEFORE THE 
INTERSTATE COMMERCE COMMISSION 





GEORGE N. BROWN 
ATTORNEY AT LAW 


Formerly Chief Examiner and Attorney 
Examiner Interstate Commerce Commission 


; ; For five years Attorney-Examiner, Interstate Com- 
Practices before all Bureaus Special Attention 7 7 . Cc 
par Departments eas «@ Transportation 2 Broadway, New York City, N. Y. — ssion Wer ten years Commesee © ; 
Government. Matters. ve . . 


Room 806 American National Bank Building 
Washington, D. C. Telephone Main 2702 


LESSER & LESSER 


Attorneys and Counsellors at Law 


TRAFFIC CLAIMS and 
SHIPPERS’ FREIGHT CLAIMS 


GEORGE T. BELL 
COMMERCE COUNSEL 


Industrial Traffic League. 


Woodward Building Washington, D.C. 
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Customs House Brokers 


MEXICO 


BRENNAN & LEONARD 


Customs House Brokers, Forwarding 
and Clearing House Agents 


LAREDO, TEXAS 
Branches in all Principal Cities in the Republic of Mexico 


Originators of package car service to 
Mexico =. 


Operators of through package car 
service from St. Louis, Kansas City, Chi- 
cago and Dallas. 


Approximate time in transit from 
Laredo, Texas, to Mexico City, eight 
days. 


We are the connecting link between 
American railways and the Mexican rail- 
ways. 


Have banking arrangements making 
possible shipper’s order shipments to all 
points within the Republic of Mexico. 


Assume all pilferage risk of packages 
in our package cars south of the border. 


Our own warehouses in Laredo, Texas, 
and Mexico City. 


We have just completed a pamphlet in 
concrete form, giving complete data for 
the benefit of the American shipper in 
handling his business with the Republic 
of Mexico. This pamphlet will be mailed 
upon application. 





Now operating our own special trains 
throughout the Republic of Mexico 
and can assure prompt and efficient 
service throughout. 





HAL L. BRENNAN S. E. LEONARD 
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The San Antonio and Aransas Pass Railway Co. 
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SPEEDY, 
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Monterey 


AN 
ACCOMMODATING 
17 PERFORMANCE 





Making close connection with the Freight Service on all principal lines with which we connect; 
our service is unexcelled with through fast freight trains for carload and package freight making the 
time between terminals shown below, also to Mexico via Laredo. 





List of Direct Connecting Rail Lines: 





T 
San Antonio 





Corpus Christi Alice Laredo via Alice 
aie tare : . ‘ "i ‘ Aransas Harbor Terminal Railway 
iciewaey ¢e 20 « y: ee 20 « 32 Fredericksburg & Northern Ry. 
ieenittin’ ved oe 30% < Gulf Coast Lines 
ae Gulf Colorado & Santa Fe Ry. 
International & Great Northern Ry. 
Missouri, Kansas & Texas Ry. 







ce 
FROM Southern Pacific Lines 
Waco Houston San Anteni Corpus Christi Alice Laredo via Alice San Antonio, Uvalde & Gulf R. R. 
Mamees City|  ........ S oye a6 Cave Si Coys Si Coys is San Antonio Southern Ry. 
Memphis | ...... a“ 3% ° “H “ ‘H ‘ 4“ St. Louis Southwestern Ry. (Cotton Belt) 
ew Orleans| 3 days 3% . © __ 34% Sugar Land Ry. 




















Proportionate service to above is rendered to all intermediate points. Trinity & ae ag Ry. 


Texas Mexican Ry. 
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Good Wood Boxes ask no favors 
from man or weather. 


In storage or in transit, they 
stand up under rough treatment 
and exposure. 


They can be piled to the roof 
without cave-in or damage to 
contents. In switching freight 
cars, loosely loaded with steel 
rods, farm implements and the 
usual assortment of mixed freight, 
the sturdy sides of a wood Tse 
ward off many a crushing blow. 





Backed by the 





THE TRAFFIC WORLD 





Sa She sews we 


Ant ews dew wy pes 0 
NTF E ry 8 en een 
4, 


ls 
Ont 


They stand the racket 


Hooks or falls may mar the sur- 
face but cannot injure the well- 
packed goods within. If dam- 
aged, Wood Boxes may be easily 
repaired. Grease and oils on the 
car floor do not soak through. 


Whether you ship canned goods 
or dry goods, machinery or 
musical instruments, butter or 
bottles, for maximum protection 
pack your product in Good 
Wood Boxes andjearn the good 
will of your trade. 


Good Wood Boxes 


National Association of Box Manufacturers 


GENERAL OFFICES: 
1553 CONWAY BUILDING, CHICAGO 





Eastern: 
3 CALVERT BLDG. 
altimore, Md. 
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LUCKENBACH LINES 


COAST TO COAST VIA PANAMA CANAL 


Express Freight. Services 


U. S. Mail Steamers Twin Screw American Steamers 











NEW YORK, PHILADELPHIA, BOSTON, LOS ANGELES HARBOR 
SAN FRANCISCO, OAKLAND, PORTLAND, SEATTLE, 


MOBILE, NEW ORLEANS, LOS ANGELES HARBOR, SAN FRANCISCO — 
OAKLAND, PORTLAND, SEATTLE 


Through Bills of Lading issued to and from other North Pacific Ports and ‘Hawaiian Islands. 


GENERAL OFFICES: 44 Whitehall Street, New York 

ae Bldg. 131 State St. Lafayette Bldg. Oliver Building 1024 peng? 1 ee Cones oe 201 California Street Pierce Building 
Boston, Mass. _ Philadelphia Pittsburgh Buffalo, N San Francisco St. Louis 

mg Line, ms Agents A. Le a ” ¥ Spalding Bldg. L.C. Smith mh 211 .. =" Tov Stipe Gy Agents +a ae - 


New Orleans, La ortland, Ore. Seattle Tacoma, Wash. Vancouver, B. C. 













WHEN YOU SHIP 


Look at the map and see how thoroughly the Illinois Traction 
System serves the state of Illinois and the St. Louis territory; and ~ 
keep in mind that this System has 













Joint freight rates. Standard M.C.B. equipment. 
rack connections with steam roads. Switching arrangements that reach all in- 
Centrally located freight houses. dustries in St. Louis, Peoria, and other points. 


Ship Today ~—Its there To-morrow 


Fast highball freight service. Really an express service at 
freight rates. 


The traffic department watches 
over your shipments with a per- 

sonal interest. 

W. H. WYLIE, —— Manager 


Peoria, I 


LINOIS TRACTION SYSTEM 
(MSKINLEY LINES 














